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ACL Assembly-Line Engine Overhaul... page 17 








THE ONE AND ONLY 


DRAFT GEAR 





utilizing rubber... plus friction... to receive 


FULL A.A.R. UNCONDITIONAL APPROVAL 


The Miner Class RF-333 Draft Gear Provides 
Greatest Absorption with low recoil, insuring 
safer handling of lading. 


In use over eight years on all types of freight 


cars and locomotives. A masterpiece of shock 
protection for = service. 
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W. H. MINER, — CHICAGO 


OFFICE OF FOREIGN OPERATIONS: 1212 Pennsylvania Bldg. + 425 Thirteenth St..N.W. + Washington 4,D.C. + U.S.A. 

























new 
all-weather 
plastic 
coating 
strips off 
clean... 

in seconds! 


Slashes journal 


cleaning costs 


... keeps 
journals. 
wheel-shop 


bright! 


Freight Liner 


Thirty to 50¢—you save this much on every journal 
with ADM’s new PLASTA-GARD Strippable Plastic 
Coating. You save this much by eliminating the costly, 
messy, time-consuming operations of conventional jour- 
nal cleaning. No scrubbing and wiping with solvent- 
soaked rags. ..no fire pots in winter to scorch journal 
surfaces! 

Even after long exposure to sub-zero cold or sizzling 
sunlight, this super-tough plastic peels off slick and 
clean in seconds. PLASTA-GARD stays flexible and 
strippable permanently — assures positive all-weather 
protection against rust and corrosion. 

PLASTA-GARD also is ideal protection for drive 
shafts, diesel valves and other machined-metal surfaces. 
Since it dries by evaporation (no catalyst is required), 
PLASTA-GARD can be applied at any temperature. 


Formulations for brush, spray, and dip-coat application 
are available. One gallon of PLASTA-GARD provides 
two-coat protection for about 60 journals . . . positive 
protection in any climate. 

Investigate the important economy and convenience 
of PLASTA-GARD strip-coating today. Write, wire or 
call ADM for full information and a product sample. 


farcher- | 
DO aniels- \4 
Mi idland 


732 Investors Bldg. * Minneapolis, Minn. 








New steels are 
born at 
Armco 





Specify wrought steel 
wheels for safety 
and dependability 








More-durable wheels 


THROUGH ARMCO RESEARCH 


For many years, wheel service conditions have been thoroughly investigated 
by Armco research engineers. You reap the benefits. Research findings help 
Armco set up manufacturing techniques that will consistently produce the 
most durable wheels for specific conditions. 

Moreover, Armco wheel research yields information that helps you get safe, 
satisfactory service from wheels you buy. “How to Get the Most from Your 
Armco Wrought Steel Wheels,” a section of Armco’s new wheel catalog, is a 
good example. Send for a copy of the catalog. For prompt price and delivery in- 
formation on Armco Wrought Steel Wheels, call your nearest Armco Sales Office. 
Armco Division, Armco Steel Corporation, 1571 Curtis St., Middletown, Ohio. 


Armco Division 
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REPORT ror aprit 


LMOA Program Stresses 

Savings in Maintenance 

The Locomotive Maintenance Officers’ As 
sociation is stressing how to do a better 
locomotive maintenance job at less cost in 
all its 1961 work. At a meeting of its execu 
tive committee members and technical com- 
mittee chairman on March 7, LMOA 
President O. L. Hope, assistant chief me 
chanical officer, Missouri Pacific, empha 
sized that all reports to be presented this 
year must be specific in showing how econ- 
omies in maintenance work can be achieved. 

A unique system is to be used by the 
LMOA to improve the quality of all re 
ports to be presented at its September an 
nual meeting. It has a pre-convention pro 
gram by which it presents all reports prior 
to the September meeting through the co 
operation of local diesel clubs. Each of its 
eight 1961 reports will be the feature at ¢ 
regular monthly meeting of a different 
diesel club. The local clubs get the ad 
vantage of a high-quality report prepared 
by outstanding maintenance officers; the 
LMOA gets help, through discussions from 
the floor, in making a good report even 
better. 

The Fuel and Lube Oil report was pre 
sented by C. A. Wilson, general supervisor 
diesel engines, AT&SF, before the Chicago 
Railroad Diesel Club on March 7. Other 
reports will be presented by LMOA tech 
nical committee chairmen as follows: 

April 4. Great Lakes Railway Diesel 
Club (Cleveland)—New Developments in 
Motive Power, C. P. Turner, system super- 
visor, diesel operation and maintenance, LV 

April 11. Southeastern Railway Diesel 
Club (Richmond)—New Simplified Con- 
trols for Steam Generators and Steam Gen 
erator Turbo-Tube Performance, J. J. 
Dwyer, chief chemist, C&O. 

April 12. Louisville Diesel Club—Shop 


0. L. Hope 
President. LMOA 


Equipment (spot systems), S. C. Snow, 
superintendent motive power, L&N 

{pril 20. Southwestern Railway Diesel 
Club (Houston)—New Economical Meth- 
ods that Improve Service Life of Diesel 
Engines, K. Pruchnicki, supervisor loco- 
motive maintenance, T&NO. 

4pril 24. Mile High Diesel Club (Den- 
ver, Colo.)—New Ideas in Maintenance 
and Rebuilding of Traction Motors and 
Main Generators and Upgrading Control 
Equipment, C. J. Frey, electrical depart- 
ment foreman, Rock Island. 

May 1. St. Louis Railroad Diesel Club 
Effect of New Type Brake Shoes on Loco 
motive Maintenance and Operation, | 
Milkert, assistant to superintendent motive 
power, Alton & Southern. 

May 17. Mid South Air Brake & Diesel 
Club (Memphis, Tenn.)—Diesel Material 
Reconditioning and Control, K. L. Pollitte, 
manager system assembly shops, Southern 


TIME SAVING IDEAS FOR APRIL 


Production Lines for ACL Engines 
Aluminum Body for 85-Ft Gondola 


Jet Cleaning for Santa Fe Diesel Wheels 


U. P. 8,500-Hp Turbines Give Good Performance 


PFE Fresh-Produce Mechanical Reefers 
New Problems in Car Interchange 
Northern Pacific Builds 'RBL' Cars 
Who Robbed Gus? (Reefer series) 

EMD Field Loop Can Be Eliminated 


Out of Sight, Out of Mind (Diesel note) 


IC Simplifies Contactor Removal 


DEPARTMENTS 


What's New in Equipment 10 
Editorial 15 
Letters 47 
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Personal Mention 
Supply Trade Notes 





STABILIZED 


Now MAGNUS offers you three low-cost ways to 





Me MAGNUS R-S JOURNAL STOPS 


Provide maximum stabilization 
of the entire journal box assembly — 


increase miles per hot box ten times 


2. MAGNUS FLAT-BACK SOLID BEARINGS 


Wider, non-tilting design limits bearing 
displacement — provides effective 


stabilization at lower cost 


3. MAGSTOPS 


Offer the inherent advantages 
of R-S Journal Stops in a low-cost, 


rugged, fabricated design 


C 


HE NEXT big step toward better bearing performance will be the adoption of effective means 

of stabilizing the journal assembly —for this is the most economical way to reduce het boxes. 
Magnus, the pioneer in journal stabilization, now offers you three ways to achieve this result at 
low cost. All have been approved by the AAR for test installations in interchange service. Ask your 
Magnus representative to discuss with you the most effective solution to this problem. Or write to 
Magnus Metal Corporation, 111 Broadway, New York 4, or 80 E. Jackson Blvd., Chicago. 
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Bolted to the inside of the box, on both sides 
of the journal, Magnus R-S Journal Stops posi- 
tively prevent excessive displacement of bear- 
ing, wedge or lubricator pad, even under severe 
humping, braking or road impacts. By stabil- 
izing the entire journal bearing assembly they 
eliminate the major causes of bearing failures 
—increase miles per hot box ten times; miles 
per cut journal, fifteen times! In short, they cut 
maintenance and operating costs all along the 
line—double bearing and dust guard life, re- 
duce wheel flange wear, extend the maximum 


The Magnus flat-back bearing design provides 
the most economical means of stabilizing the 
journal box assembly, and has proved highly 
effective for many types of service. Its greater 
width, increased angle of journal contact and 
full-area contact with the flat wedge inherently 
limit the fore-and-aft movement of the journal 
within the box under road shocks and switching 
impacts. This restriction of movement protects 
the dust guard, tends to prevent spread linings 
in the bearings. 

The flat-back bearing is also manufactured to 


Here’s a new approach to the problem of jour- 
nal box stabilization—a low-cost fabricated 
journal stop with forged steel frames and re- 
newable bronze inserts that hold the journal 
in the center of the box even under the most 
severe car impacts. The frames are welded to 
the inside of the journal box and need never 
again be removed. Wear occurs only on the 
brass inserts, which are easily and inexpensively 
replaced during wheel changes, without any 
special tools. 


MAGNUS sera: conronario 


JOURNALS— 


get BETTER BEARING PERFORMANCE 


safe period between repacks. 
| I 


Journal Stops give the low-cost solid bearing 
a chance to work at optimum efficiency, not just 
part of the time, but all of the time! They can 
be easily installed on any freight car, new or 
old. And they increase new car costs less than 
2% —pay for themselves in less than 3 years! 

Wear on R-S Journal Stops is slight, and 
Stops can be re-shimmed should wear become 
excessive. The Stops should last the life of the 
side frame. 


“pre-war length,” increasing resistance to im- 
pact and wear at both collar and fillet ends. 
Its greater mass and weight result in a more 
rugged bearing with inherently greater life 
expectancy. 


Magnus flat-back bearings are interchange- 
able with any standard raised-back bearing, 
simply by using a flat-bottomed wedge. Bearing 
dimensions, in each size, are the maximum 
which can be easily installed in the journal 
box through the standard lid opening. 


The big advantage of the MAGSTOP is low- 
cost installation that can be accomplished 
quickly whenever side frames are removed for 
any reason. The bronze inserts provide ample 
bearing area and can easily be replaced, if 
required, without shopping the car. 

By limiting journal movement within the 
box, MAGSTOPS greatly increase bearing life, 
protect against dust-guard damage, prevent loss 
and contamination of lubricant. They reduce 
wheel flange wear, too. 


91 Proc 
pat ae 
4s 


Subsidiary of NATIONAL LEAD COMPANY cam 
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AIEE Land Transportation 
Committee RR Conference 


The Land Transportation Committee of 
the AIEE, in conjunction with the AIEE 
Cleveland Section, is scheduling a two-day 
“Automation and Computer” Railroad 
Conference in Cleveland, June 6 and 7. 

This Cleveland meeting is a substitute for 
the cancelled April meeting which was to 
have been sponsored by the Railroad Di- 
vision of the ASME and the LTC at San 
Francisco 


Equipment Orders 
Still Lagging 


The Boston & Maine has ordered six 
1,800-hp GP18 road switchers from EMD 
for May delivery. Cost $1,036,000 

The Delaware & Hudson has purchased 
six 1,800-hp diesel-electrics from Alco to 
replace 1,500-hp units that are being retired 

One of the new 16-cylinder, 2,400-bhp 
diesel-electric locomotives, designed and 
built by Alco (RL&C, Feb. 1960, p 17), is 
now in service on the Green Bay & Western 
moving priority freight between Kewaunee, 
Wis., and Winona, Minn. 
geared for 65 mph. 

The directors of the Louisville & Nash 
ville have authorized the expenditure of 
$454,000 for the purchase of additional 
equipment for shipment of automobiles 
L&N will acquire 50 tri-level and 10 bi-level 
racks for installation on (TTX) piggyback 
flat cars. 

The acquisition of 100 


The locomotive is 


new commute! 
at an estimated cost of $20,000,000, is 
planned by the New Haven. Stockholders 
are being asked to approve purchase of 50 
cars through the sale of equipment trust 
certificates or other financing, and lease of 
S50 cars from Port of New York Authority 
under New York State’s commuter-aid 
program. 

The Port of New 
ceiving bids for 


Ca®s, 


York Authority 
“some 50” new commute! 
cars for use by the New York Central. The 
electric-powered, air-conditioned 
to be leased to the NYC 
in service early in 1962. 

The Pennsylvania will rehabilitate 2,019 
cars and repair 6,440 others during 1961 at 
an estimated cost of $7,500,000. All work 
will be done at Hollidaysburg, Pa., shop 
The rehabilitation program ($5,000,000 ) 
includes 1,000 hopper cars, 595 box cars, 
100 covered-hopper cars, 60 gondolas cat 


is fe- 


coaches, 


. are expected to be 


rying containers, 54 double-deck livestock 
cars, and 210 cabooses. The repair pro- 
gram ($2,500,000) will include mostly hop- 
per and box cars, with some gondolas and 
flats. Earlier plans called for building 3,529 
new cars at a cost of $29,000,000 (RL&C, 
Dec. 1960, p 8). 


High Wheel Loads 


Increase Rail Damage 


Multiple-unit freight cars equal in capacity 
to the 90- and 100-ton freight cars which 
have recently been introduced might pro- 
duce significant reductions in track main- 
tenance costs, according to G. M. Magee, 
director of engineering research, AAR. 
Writing in Railway Age, Mr. Magee esti- 
mates that maintenance-of-way costs for 
one 100-ton carload would average $41.10 
as compared to $27.90 for a similar “car- 
load” moved in a multiple-unit combina- 
tion of two 50-ton cars. 

Avergae wheel loads of freight cars have 
been increasing for years. From 1921 to 
1959, average capacity increased from 
42.5 tons to 55 tons, or 30%. Railway 
maintenance engineers have been aware 
for several years of the effect that the in- 
creasing wheel loads are having upon the 
rail, Mr. Magee reports. The larger rail in 
main track today is generally quite capable 





HOT-BOX STATISTICS 


Cars set off 
between terminals 
with hot boxes 
142,051 
169,286 
187,036 
156,470 
157,471 


Miles 

per car 
set off 
242,233 
209,479 
182,435 
200,417 
202,390 


1955 
1956 
1957 
1958 
1959 
Pads Waste 
1960 
Jan 2,329 
Feb 2,261 
March 2,566 
April 1,900 
May 1,846 
June 1,795 
1,945 
August 2,140 
Sept. 2,142 
Oct 2,146 
Nov 2,083 
Dec 2,314 
Total 25,467 


5,887 
5,549 
7,429 
10,296 
VE232 
14,934 
16,540 
15,120 
12,132 
7,373 
3,557 
3,201 
113,230 


324,954 
323,155 
274,195 
223,494 
213,342 
159,354 
136,076 
150,362 
173,549 
286,604 
439,965 
441,394 
225,975 


July 


of supporting the increasing wheel loads, 
insofar as flexural stresses are concerned. 

Critical stresses in rail today are those 
associated with the contact pressures of the 
wheel on the rail. In the longitudinal verti- 
cal plane, the rail surface is straight and 
the wheel has a diameter of 33 in. In the 
transverse vertical plane, the rail wears to 
a radius of 10 in. and the wheel tread hol- 
lows to a radius of about 17 in. Actual con- 
tact area of the wheel on top of the rail 
is an ellipse about *%4 in. wide and % in. 
long. This small area must withstand the 
entire wheel load, and its size is not affected 
by increased rail size. 

The contact surfaces are subjected to high 
compressive stress from the wheel load, re- 
sulting in variable internal compression, 
tension, and shearing stresses within the 
head—stresses conducive to the develop- 
ment of progressive or fatigue failures. Al- 
most 80% of the 12,353 rail failures oc- 
curring in the past ten years’ rollings of 
control-cooled rail were the result of the 
contact pressure of the wheel on the rail. 

While increasing the strength of rail 
steel would help, present rail steel is al- 
ready as strong as can be obtained without 
heat treatment. Cost of heat treatment— 
approximately $65 per ton—when added 
to the cost of $115 per ton for rail, makes 
this uneconomical, except for sharp curves 
carrying heavy traffic, according to Mr. 
Magee. With railroads annually replacing 
only about 5,000 track-miles with new rail, 
it would take 50 years to get all main-line 
track relaid with heat-treated rail. While 
Mr. Magee knows of no change which could 
be made in the contour of the rail head to 
alleviate high contact pressures, it would 
require the same interval to place such rail 
in service if it were to be developed. 

The wheel situation is different. With 
heavier cars, it is practical to utilize heat- 
treated wheels that are capable of with- 
standing the contact pressures developed. 
However, some wheel loads now being con- 
sidered are even beyond what the manu- 
facturers consider can be carried on heat- 
treated wheels without shelling. 

There are only two practical alterna- 
tives for keeping the contact pressures of 
the wheel on the rail within limits that can 
be tolerated by the rail without damage or 
shortened life. One is control of the wheel 
load and the other is control of the wheel 
diameter. Theoretical and photo-elasticity 
studies show that internal stresses resulting 

(Continued or page 45) 
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Reduced handling costs and some reductions in duration of station stops may result from two container car experiments which are under way on 


the passenger trains of two railroads. 


on cars developed to handle REA Express containers (left). 


Containerized express shipments are being handled between New York and St. Louis by the Pennsylvania 
The Frisco is moving both mail and express on its ‘Will Rogers’’ between St. Louis 


and Oklahoma City in containers which move on Trailer-Train car (right) that has been fitted with container hold-down gear and steam line. 
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Oakite 


adds more POWER to 


your MANPOWER 
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What’s NEW in diesel washing? 
OAKITE 202—that’s what’s NEW! 


In railroad maintenance shops throughout the 


country, word is getting around that today's best buy 
in diesel-washing compounds, is the 


new, liquid de- 
tergent—Oakite 202. Why all the excitement about 


202? Because it is giving cost-conscious roads all the 
economy, 


efficiency, versatility and safety they can 


use these days. Oakite 202 is definitely adding more 
power to their manpower. 

This many-purpose material makes a quick mix with 
water. It forms a rich, sudsy solution that cuts clear 


through road film, bug juice, oil— even light carbon. 


Oakite 202 is rough on soil. vet it’s easy on equip- 
ment surfaces ...safe for aluminum, stainless, paint, 


plastic, decals. This extra measure of safety, plus 
202’s vigorous detergent action make it the perfect 


choice for cleaning passenger car interiors, too. One 
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important road puts it to work cleaning lounge and 
dining car carpeting. They call it “the universal 
cleaner’! 


You can get the complete story on fabulous Oakite 


202 by sending for a copy of Special Bulletin 40A. 


Its FREE, 
16 Rector Street 


of course. 


Write Oakite 
s New York 6, N. > F 


OAKITE. 


SCIENCE 


Products, Ine., 


Est. 1909 


years’ leadership in industrial cleaning 
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Hand Brake 


The Klasing non-spin vertical wheel 
hand brake features a sealed roller bearing 
for the wheel shaft and sealed-in life-long 
lubrication of all working parts. The brake 
is packed with No. 2 lithium grease. Other 
features include SAE 1045 forged-steel 
components, a pressed-steel hand wheel, 
and a zinc-plated chain for increased cor 
rosion resistance. 


new 


The device is said to exert 
equal power at all stages of piston travel and 
to provide powerful, uniform braking with 
minimum effort. Full release of the brake 
is accomplished by two counterclockwise 
turns of wheel. AAR Certificate No. 36 has 
been assigned. Kiasing Hand Brake Co. 
Dept. RLC, 20 Henderson st., Joliet, Ill 


Couplers of 
High-Tensile Steel 


The Type E freight-car coupler is now be- 
ing produced in McConaloy, a high-tensile, 
nickel-chrome-moly steel developed by Mc- 
Conway & Torley. In addition to high- 
tensile and high-yield characteristics, these 
couplers, it is said, will withstand greater 
impact; remain operational even under the 
most severe climatic conditions, and reduce 
equipment maintenance costs. McConway 
& Torley Corp., a division of Elliott Ma 
chine Corp. of Baltimore, Dept. RLC, Pitts- 
burgh 1, Pa 


10 


Freight-Car Liners 


ests in actual service are said to show that 
contamination resulting from the shipment 
of raw hides can be eliminated through the 
use of liners fabricated from special lam- 
inated paper. Clean-up is accomplished by 
removing and destroying the liner which 
covers car floor and walls to a height of 54 
in. Because no salt is needed, cost and dead- 
weight are also reduced. Kennedy Car Liner 


& Bag Co., Dept. RLC, Shelbyville, Ind. 


Hopper-Car Adhesive 


Polystix, an adhesive unaffected by -20 to 
250 deg F temperatures, permits handling 
finely ground products without expensive 
clean-up when product cakes on container 
walls. Brushed around interior edges, it 
forms a pressure-sensitive area to which 
polyethylene film will adhere. Polyethy- 
lene sheets can be stripped and new layers 
applied on same Polystix coating. Adhesive 
Products Corp., Dept. RA, 1600 Boone 
New York. 


ave 


Unloading Nozzle 


An entire car can be unloaded with three 
connections from double-ended nozzles on 
opposite hoppers. The nozzles are designed 
for suction unloading from either side of 
car, and product flow is controlled by a 
GATC design rotary valve. The rate of flow 
is regulated by manual rotation of the 
In transit, air-tight nozzle caps pro- 
vide weather-tight protection when prop- 
erly General American Transpor- 
tation Corp., Dept. RLC, 135 S. La Salle 
st., Chicago 90 


valve 


secured 


Safety Press Block 


Saf-T-Bloc is a device developed to assure 
maximum support of power presses during 
die servicing operations. It replaces old 
style steel blocks and wood wedges and is 
used for rapid snubbing of upper and lower 
dies while cleaning, changing, or shapen- 
ing dies, or performing other maintenance 
tasks on the The device, a modi- 
fied version of the bell base screw jack, 
consists of three parts 


presses. 


A single base cast- 
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ing with integral handle houses a steel 
screw. The top of the screw is knurled for 
easy hand adjustments while on the press. 
A stop washer at the base of the screw pre- 
vents raising beyond safe limits. The unit 
weighs approximately 11 Ib and is available 
in various capacities and raises. It is at- 
tached to the press with a short length of 
chain and a safety plug. Once the plug is 
removed from its position in the power con- 
trol panel, all power to the press is auto- 
matically cut off. Duff-Norton Jack Div., 
Duff-Norton Co., Dept. RLC, 
Four, Pittsburgh 22, Pa. 


Gateway 


Reefer Insulation 


Isoflex-k20 insulation consists of multiple 
laminated layers of vinyl-coated corrugated 
aluminum foil and glass fiber spacers. The 
vinyl protects the foil from oxidation and 
corrosion, thus maintaining a high degree 
of reflectivity. It also acts as an adhesive 
in the laminating process. In addition to 
its thermal efficiency, the insulation is said 
to remain resilient, non-combustible, and 
dimensionally stable under temperature ex- 
tremes, and not to sag or collapse when sub- 
jected to vibration or other stresses. Union 
Carbide Plastics Co., Div. of Union Car- 
bide Corp., Dept. RLC, 270 Park ave., New 
York 17. 
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to reduce whee! rosts 











LIFE 100% MILES 


COST 100% COST 





LIFE 200% MILES 


COST 125% COST BONUS 





LIFE 275% MILES 


COST 140% COST 


EDGEWATER TWO-WEAR AND MULTIPLE-WEAR 


rolled steel wheels 


Not only do Edgewater rolled-steel wheels provide a substantial per- 
mile cost saving, but also an extra measure of safety They are made 





on the world’s most powerful circular rolling mill. The Edgewater 
process produces wheels that are tough and hard — give long life 
under heavy loads and high speeds. 


If you are looking for savings, here’s a good place to start! 


EDGEWATER STEEL COMPANY 


P.0. Box 478, Pittsburgh 30, Penna. 


WHAT'S NEW IN EQUIPME NT —(Continued from page 10) 


Electric-Powered 
Hose Reel 


The vertical spindle in the Zierco electric 
powered hose reel makes possible a gravity 
hose coiling system which eliminates kinks 
and tight coiling which cause hazardous 
snaking on payed-out hose. Six aluminum 
rollers pay-out and take-up hose at a rate 
of 100 fpm. The reel can be wall or ceil- 
ing mounted. Capacities range from 50 
to 500 ft, depending upon hose size. Zierden 
Co., Dept. RLC, 3815 S. Kinnickinnic ave 
Milwaukee 7, Wis 


Pipe Coupling 


The improved Flexmaster pipe coupling is 
available in sizes from % to 4 in. and in 
lengths from 2 in. through 36 in. Its gasket 
is fully contained in the gasket retainer to 
uniform pressure of the gasket 
against the pipe and sleeve. The coupling 
meets ASA requirements for 150 psi service 
with temperatures from minus 40 deg I 
to plus 250 deg F. Special gaskets for higher 
temperatures may be obtained. Mar 
man Division, Aeroquip Corp., Dept. RLC, 
11214 Exposition Blvd., Los Angeles 64, 
Calif 


assure 


also 


Safety Solvent 


Turco-Solv has been designed for in-place 
spray-cleaning of motors, generators, 
switches, control panels, rheostats, and 
other equipment Controlled 
evaporation is said to allow the solvent to 
stay wet and working long enough to clean 


electrical 
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in a minimum of time. Solvent 
vapors in the air are also greatly reduced, 
minimizing, toxicity and flammability. No 
hand-wiping, rinsing, or further chemical 
processing is needed. The solvent is non- 
and non-conductive and can be 
used on all metals, paint and varnish. Turco 
Products, Inc., Dept. RLC, 24600 S$. Main 
st., Wilmington, Calif. 


thoroughly 


corrosive 


Semi-Automatic 
Production Welder 


The Innershield Squirt Welder, for use 
both on machinery and structural fabri- 
cating, continuously feeds a tubular, self- 
shielding electrode through a 24-0z weld- 
ing gun that is manually supported and 
guided along the joint being welded. A d-c 
motor generator supplies power for the 
welding range of 350 to 600 amp. Standard 
welding gun cable length is 15 ft. Lincoln 
Electric Co., Dept. RLC, Cleveland 17, 
Ohio 


Diesel Engine 
Barring Device 


The pneumatic Power Bar permits one man 
to bar an engine over for inspection of rings, 
pistons, cylinder liners or for re-set timing. 
The device fits in the cradle used for 
manual barring and operates on 80 psi 
shop air. Inching control is provided for 
accurate timing. The unit also facilitates 
work on generators. Circuit Engineering, 
Inc., Dept. RA, 1565 San Marco blvd., 
Jacksonville 7, Fla. 
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Spring ‘‘Shok’’ Device 


The Model L_ 177232-36 Liquid Spring 
Shok is designed for a full stop, without im- 
pact, of a fully loaded freight car or missile 
rail car operating at up to 12 mph. The 
compressibility of the all-liquid content 
(3.83 gal) eliminates the use of gas or air, 
providing full damping. At 18-in. travel, 
rated energy absorption is 460,000 ft-lb. 
Preload spring force is 16,000 Ib, with an 
end load of 32,000 Ib for restoring position. 
Volume is 861 cu. in. Taylor Devices, Inc., 
Dept. RLC, 200 Michigan North 
Tonawanda, N.Y. 


ave., 


Diesel-Powered 
Trackmobile 


The Trackmobile is now available with a 
Cummins four-cylinder, four-cycle, valve- 
in-head diesel engine rated at 105 hp at 
2,500 rpm. Three earlier models are gaso- 
line-powered. Whiting Corp., Dept. RLC, 
Harvey, Ill. 
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A full line of equipment 
or low-cost RR maintenance 


Binks Model 18 
Spray Gun 


Especially designed as a heavy-duty 
production gun. Ideal for applying 
paints, coatings, car cements and 
cleaning solvents. Stands up under 
continuous operation . . . handles any 
kind of finishing material. 


In addition to the Model 18, over 100 
other guns to choose from... each one 
for a specific job, from touch-up to ap- 
plying multiple component materials. 





Airless Air-operated 


Painting Equipment Material 


Maximum cover- Handling 
age and consider- 
able paint savings. Pumps 
Paint goes where 
you want it...on 
the surface, not 
into the air. Ideal 
for indoor or out- 
door use. 


Eliminate costly in- 
between step... trans- 
ferring materials to 
another container be- 
fore spraying. Now, 
move materials directly 
from original container 
to the spray gun. 





Ask about our spray painting school. Open to all... NO TUITION... covers all phases. 


VISIT US in Booth 655 


Gay - NRAA Show... March 6-9 
, 


EVERYTHING /0K SPRAY GUNS MOBILE AIR COMPRESSORS McCormick Place... Chicago 


NATIONWIDE SERVICE 





iad Binks Manufacturing Company, 3140-8 Corroll Avenue, Chicago 12, Ill. 


REPRESENTATIVES IN PRINCIPAL U.S. AND CANADIAN CITIES + SEE YOUR CLASSIFIED Rs-3) DIRECTORY 
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Q 
DY, 


Why mess with 


RELOAD IN 10 SECONDS WITH 


A CARTRIDGE OF NEBULA® EP 1! 


NEBULA EP 1 multi-use grease 
cartridges makes it possible to 
load grease guns in 10 seconds 
less. There’s no messy handling, 
chance of contamination, and you’r 
sure of a full charge every time! 
Nebula EP helps prevent exces- 


sive wear from heavy loads; resists 


welding or seizure caused by extreme 
pressures. Unlike many greases 
which soften when heated, Nebula 
EP maintains approximately the 
same consistency at both moderate 
and high temperatures. Non-corro- 
siveness, water resistance, and good 
adhesive properties increase the 


ESSO STANDARD, DIVISION OF 


HUMBLE OIL & REFINING COMPANY 


~~ 


usefulness of this versatile lubricant. 

Nebula EP is one of many ad- 
vanced Esso products designed to 
help increase efficiency. Your Esso 
Representative adds the important 
ingredient of personalized service. 
Give him a call, or write to us at 15 


West 5lst St., New York 19, N.Y. 


v' 
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EDITORIALS 


Direction for Progress 


I first started playing football in the days when “first 
down” was made with a five-yard gain. A good lineman 
was expected to get so low to the ground that he could get 
under his opponent and push or lift him back. Then one 
day I decided to stand up and give my opponent a little 
added push to the ground. From this point of vantage, | 
suddently discovered I could locate the position of the 
man with the ball and I could frequently stop him. 

Now football has become an open running, passing 
game. Similarly, also has transportation. Once upon a 
time the railroads had little competition except with each 
other. Now with their major competitors on the highways 
and in the air, the railroads need to do some sharp look- 
ing, thinking and fast footwork. 

In his report on rail failures, which is summarized in 
this issue, G. M. Magee, director engineering research, 
AAR, has reported on what heavy loading is doing to 
wheels and rails and has had the temerity to suggest that 
progress may be getting off limits. He indicates that some 
railroad thinking may need reorientation. 

In recent years, car capacities have been increased 
until car-wheel loadings exceed those of many locomotives. 
Journal sizes have been established to meet load require- 
ments. Heavier and stiffer rails make for better and safer 
track which requires less maintenance and causes less 
rolling resistance. Light rail, sometimes referred to as 
“rubber rail,’ causes each wheel to be constantly climbing 
out of a valley as the train moves along. 

The heavy rail disposed of most of the troubles of the 
light rail but the evidence offered by Mr. Magee indicates 
that its very stiffness may have accelerated the incidence 
of other difficulties; namely, that of split rails and shelled 
wheels. These, it would appear, are brought about by the 
flow of metal caused by increasing unit pressures at the 
point of contact between the wheel and the rail. 

Rivalry between departments may cause mechanical 
department men to question Mr. Magee’s findings since he 
says little can be accomplished by making changes in rail 
or track structure. Rather, he suggests that needed im- 
provements may be effected by increasing wheel diame- 
ters, by using heat-treated wheels, by developing multiple- 
unit cars for heavy lading, by going to six-wheel trucks, 
or by limiting car capacities to keep wheel loads within 
specified limits. He offers figures to show how much 
multiple-unit cars would reduce track maintenance. 

It remains, of course, to be determined if any changes 
are immediately necessary and, if so, which may be em- 
ployed to effect the best results in safety and economy. 
Such determinations require time, and Mr. Magee is to be 
congratulated for producing what he calls a “horseback 
analysis” and thus bringing the whole subject to the atten- 
tion of the railroads with minimum delay. 

Compatability between the flanged wheel on a steel rail 
is fundamental to the railroad industry. When trouble 
develops between these basic components, departmental 
considerations must not be prime factors in arriving at a 
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decision. Mr. Magee has stood up to see where the ball is. 
It is this kind of thing that some refer to as fourth dimen- 
sional thinking. It opens up the game. It is a guide for 
progress in the right direction. 


Changes for the Better 


We are on the threshold of great changes in the rail- 
road industry. In some areas, such as mergers, we are far 
beyond this point. 

These changes are taking place and will take place be- 
cause an embattled railroad industry is determined to use 
every weapon in its arsenal in the fight to regain the rail- 
roads’ rightful place in serving our national transportation 
requirements and the nation’s interest. The all-out battle 
is being waged on many fronts: in the fields of legislation, 
mergers, new transportation concepts, new services and 
technological developments. 

The AAR made public last month a declaration it 
termed a “Magna Carta for Transportation.” AAR 
President Daniel P. Loomis minced no words in releasing 
the declaration when he said the railroads “are tired of 
being the punching bag for destructive government poli- 
cies and are determined to obtain equal treatment.” The 
“Magna Carta” asked for four freedoms: freedom from 
discriminatory legislation; freedom from discriminatory 
taxation; freedom from subsidized competition; and free- 
dom to provide a diversified transportation services. 

Mergers are making rapid changes in railroad maps. 
A few have been completed; about ten more are any- 
where from the discussion to the application stages. They 
are a means of effecting economies essential to a healthy 
railroad industry. They reduce unneeded physical plant, 
eliminate duplication of facilities and waste, and improve 
services. Some displacement of personnel, top to bottom, 
is inevitable, but arrangements to cushion personnel 
changes have been made in mergers already effected and 
will undoubtedly be made in mergers to be completed. 

Piggyback service reversed the trend toward the exclu- 
sive movement of certain commodities over the highways. 
It has combined the inherent advantages of rail and high- 
way transportation. This spectacular development also 
has the teamsters “screaming” that it is discriminatory 
and unfair, a “shoe on the other foot” situation. This 
change in railroad operations is only a sample of the kind 
of service that is sure to be adopted—an integrated trans- 
portation system using the advantages of rail, road and 
water vehicles. 

Technological developments have been made and are 
being made to serve the railroads’ needs in this battle for 
that large part of the transportation volume they can sup- 
ply so economically to the nation’s advantage. The me- 
chanical departments should keep informed of these de- 
velopments and be ready with the technical know-how 
when the time comes, as it surely will. 





x ae high strength bolts... 


116th year 


STOP VIBRATION DAMAGE 


... to keep cars 


STRONGER CAR BODIES are being built—and rebuilt 
-with RB&W High Strength Bolts in place of 
rivets. The reason: high strength bolts make 
joints permanently tight. It’s been proved in 
mechanical shake tests (like the one being con- 
ducted above) and actual road service. The dif- 
ference was dramatically demonstrated when: 


One road fastened top chord, center sill, center sill 
cover, rear stops, draft-gear carriers, and air reser- 
voir of a 70-ton hopper car with RB&aW High Strength 
Bolts. Then they gave the empty car a three-hour 
shakeout. Test was stopped because the car was 
being torn apart—but all bolted joints were still tight 


On another road, a similar 70-ton hopper car was 
rebuilt, with half the underframe riveted and 
the other half bolted with RB&W High Strength 
Bolts. Impact and shakeout test results were fine 
Inspection after six months of service showed many 
rivets loosened—but all bolts still secure 


on the road 


There’s proof that bolts are better than rivets to 
start with. They’re even more advantageous at 
repair time. Dismantling damaged members and 
reassembling is simply a matter of removing bolts 
and re-installing them. Compare that with the 
time for burning out rivets, then re-riveting. And 
bolting can be done on any repair track instead 
of in the shop. 

If you’re interested in cutting costs, you should 
know more about fastening with RB&W High 
Strength Bolts. Send for Bulletin RR-3, 
see catalog 1c/RB&W in the Modern 
Railroads Catalog File, or ask an 
RB&W engineer to call. Russell, 

Burdsall & Ward Bolt and Nut Com- 

pany, Port Chester, New York. 

Plants at: Port Chester, N.Y.; Coraopolis, Pa.; Rock Falls, Ill.; 
Los Angeles, Calif. Sales offices and warehouse at: San Francisco 
Calif. Additional sales offices at: Ardmore (Phila.), Pa.; Pitts- 
burgh; Detroit; Chicago; Dallas 
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LOCOMOTIVES AND CARS 


Engine build-up is a three-station operation with platforms arranged to simplify the work. Overhead crane moves engines from station to station. 


Production Lines for ACL Engines 


Increase production and higher work quality are 


the result of introducing assembly-line methods. 


An important phase of the Atlantic 
Coast Line program to control equip- 
ment maintenance costs and improve 
work quality was the establishment of 
a diesel engine rebuild line at the Way- 
cross, Ga., shop. The system, in oper- 
ation for four years, places the as- 
sembly of complete engines on a pro- 
duction-line basis. Subsequently, a 
similar arrangement was made for the 
reclamation of engine components. 
Component overhaul operations are 
arranged along individual conveyor 
lines. Engine rebuilding is performed 
along a five-station engine-overhaul 
line. The reclaimed components are 
delivered by their conveyors as near 
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as possible to the appropriate engine- 
rebuilding stations. 

While the engine-overhaul section 
consists of five stations, only the sec- 
ond, third, and fourth are actually as- 
sembly stations, as Station | is the dis- 
assembly area and Station 5 is the 
load-test and final retightening station. 


Engine Assembly 


First assembly is at Station 2 where 
crankcases are measured, gaged, and 
checked for cracks. Camshafts and 
crankshafts are then applied at this 
station. 

At Station 3 all power assemblies 
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are installed and lead readings are 
taken. The engine and cylinder as- 
semblies are water tested for leaks and 
the crankcase is applied to the oil pan. 
At Station 4 all accessory-end and 
gear-end equipment is applied. Cyl- 
inder-head-cover support frames, in- 
jectors, rocker arms and fuel lines are 
fitted to the engine. It is then timed. 
From this point, the engines are 
moved to the load-test room. 
Practically all Coast Line diesel lo- 
comotives are General Motors units. 
This simplified the design of these pro- 
duction-line facilities and their tool- 
ing. Typical monthly output is 12 re- 
built engines. Component reclama- 
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Welded cylinder heads will be processed on boring mill and vertical lathes. 


is used for moving heads between machines. 


tion facilities not only produce neces- 
sary parts for these, but also turn out 
material to be used for running re- 
pairs at the four maintenance points 
on the Coast Line. 

The five-station engine rebuild 
line, when stripping, rebuilding and 
load testing 12 engines per month, is 
manned by 20 machinists, 1 machinist 
helper, 2 sheet-metal workers, and 2 
apprentices. When engines are being 
‘produced at this rate, there will al- 
ways be an engine at each station, and 
the individual mechanics are assigned 
full time at specific stations. 

Engine rebuilding, as the Coast 
Line now does it, represents a 39‘ 


reduction in forces from the original 


system in which each engine was com- 
pletely reassembled at one spot. It 
has long been an ACL practice to load 
test and run-in its rebuilt diesels prior 
to their installation in a 
carbody 


locomotive 


After almost two years of successful 
experience with the production ar- 
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Overhead monorail 


Liners and pistons move on roller conveyors. 


Cylinder-head jig on drill press is designed to 
machine mounting for cylinder relief valve. 


Jig on vertical lathe is used for the machining 
of unwelded cylinder heads. 


Welded heads are clamped in this jig for ma- 
chining of their top surfaces. 


rangement for engine rebuilding, the 
ACL installed the engine component 
lines. Again, it was expected that 
costs would be cut and work quality 
improved. By eliminating manual 
handling of the power assembly com- 


Hydrostatic test jig is being lowered into place 
on welded and machined head. 
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Conveyor moves liners, pistons and heads past Magnaglo inspection station. 


ponents and by using the conveyors 
for live storage, manpower require- 
ments were reduced. 

Average monthly production of re- 
conditioned engine components has 
been as follows: cylinder heads, 276; 
pistons, 276; connecting rods, 276; 
governors, 20; water pumps, 32; lube- 
oil pumps, 12; scavanging oil pumps, 
12, and injectors, 276. 

About 65% of the heads, pistons, 
rods, and injectors are used on the en- 
gine assembly line; the rest are used 
for running repairs at Waycross and 
other locomotive maintenance facili- 
ties. About 25“ of the governors and 
water pumps are used for running re- 
pairs. Additionally, all other compo- 
nents for the entire fleet of 596 diesel 














test. 
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Head, with iig clamped over water passages, is ready for hydrostatic 
Heads which pass go on for valve grinding. 





units, such as air compressors, blow- 
ers, fans, steam, generators, rocker 
arms, and speed records, are recon- 
ditioned in this shop. 

While only the power assembly 
components — heads, pistons, rods, 
and liners—are processed on the pro- 
duction line, the ACL has attempted 
to make the reconditioning of the other 
components as efficient as possible. 
Component reconditioning at the rates 
indicated above requires 29 machin- 
ists, 2 apprentices, 1 helper, and 2 
laborers. This represents a 25‘ re- 
duction in the force necessary before 
the conveyorized arrangement was in- 
stalled for processing parts for power 
assemblies. 





in head. 
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Conveyor at right center moves pistons out for reconditioning. 





Liner honing device is used to prepare liners 
for reuse in rebuilt power assemblies. 






Jig holds five heads for grinding of valve seats and assembly of valves 
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Covered gondola, designed for handling extra-long extrusions, has aluminum body which is claimed to increase payload by 8 tons. 


Aluminum Body for 85-ft Gondola 


The 85-ft covered gondola _re- 
cently put into service by the Rock 
Island was developed by Harvey Al- 
uminum to demonstrate the economies 
which are made possible by mounting 
an extruded aluminum §superstruc- 
ture on a conventional steel under- 
frame. It is designed to protect long 
metal shapes in transit and to make 
possible rapid loading and unloading. 
The Rock Island leases the gondola 
from North American Car Corp. 

The car has completed a dozen trips 
—over 10,000 miles—handling ship- 
ments of strategic materials from Cali- 
fornia to Georgia, Kansas, and Wash- 
ington. Extra long lengths of alu 
minum tubing and structural shapes 
were moved in each instance. 

Loading the car proved easy. Four 
aluminum, watertight roof sections, 
each about one-third the weight of 
equivalent steel construction, cover 
the car from end to end. Center sec- 
tions are removed first, then the ends. 
These covers can be lifted by any 
small crane. It takes only 10 to 15 
min. to remove and replace the sec- 
tions. 

The 85-ft steel piggyback car, which 
serves as the underframe, was stripped 
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and the side sills prepared for appli- 
cation of the custom-designed alum- 
inum sections that make up the sides. 
rhese sections are extruded aluminum 
channels 82 ft long and 25 in. wide. 
They were made in a 12,000-ton hy- 
draulic extrusion press at the Harvey 
Aluminum plant in Torrance, Calif. 
For each side the channels are riveted 
together, three high. The completed 
side is then riveted to the side sill. 
More than 90‘ of the joints in the 
carbody were made with Huck steel 
rivets. Before assembly, the channel 
flanges were punched for riveting and 
were cut and coped for application of 
the extruded aluminum hat-section 
side posts which are welded in place. 
The aluminum car ends are each re- 
inforced with three 8 x 20-in. extruded 
aluminum I-beams tapered to their 
tops. 

All side and end assemblies were 
fastened together and secured to the 
underframe with 1%2-in. Huck galva- 
nized-steel lockbolts, or rivets. Alu- 
minum-to-aluminum contact surfaces 
were painted with a primer before as- 
sembly. Aluminum-to-steel contact 
surfaces were prepared with a zinc 


chromate primer. All joints were 


caulked with a heavy coat of Alumi- 
lastic before assembly. 

For the car roof, panel-type alu- 
minum extrusions were fabricated into 
four 20-ft sections equipped with lift- 
ing eyes and stacking spacers. Run- 
ning-board sections are permanently 
applied to each section. Three clamps 
on each side of each section hold it in 
place on the car body. 

The car is equipped with easy rid- 
ing trucks having one-wear wrought- 
steel wheels and roller bearings. Rub- 
ber draft gears are installed. Safety 
appliances are steel, installed in ac- 
cordance with ICC and AAR require- 
ments. The steel deck, underframe, 
brackets, stiles, etc., are painted alu- 
minum. 

The light weight of the completed 
car with aluminum superstructure is 
75,900 Ib and the load limit, 134,100. 
The aluminum superstructure weighs 
less than 10,000 Ib. A comparable 
steel body and roof, it is estimated, 
would add eight tons to the empty 
car weight. Inside length between end 
sheets is 80 ft 4 in.; inside width, 8 ft 
2% in., and inside clear height, 4 ft 
1144 in. Cubic capacity is 3,240 cu 
ft. 
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Jet Cleaning 
For Santa Fe 


Diesel Wheels 


To clean the insides and outsides 
of the wheel plates of diesel locomo- 
tives passing through the washing fa- 
cility at the Argentine, Kan., Termi- 
nal, the Santa Fe has installed special 
high-pressure wheel-cleaning equip- 
ment. A four-unit locomotive, moving 
through this wash rack at 1% to 2 
mph, is completely washed, including 
wheels, in about 6 min. 

The wheel-cleaning installation, 
placed between the initial and final 
brushes at the wash rack, consists of 
Sellers 4,000 gph high-pressure hy- 
draulic jets and washing sprays. Two 
jets, in parallel on one side of the wash 
rack, supply the spray nozzles with the 
cleaning mixture. Each serves the 
wheel and truck spray piping system 
on both sides of one rail of the wash- 
rack track. 

Cleaning detergents, mixed with hot 
water and fuel oil in agitating tanks in 
the supply house, are fed by circulat- 
ing pumps to the jets. Water and fuel- 
oil proportions are varied with dif- 
ferent detergents. 

On each side of each rail, within a 
space of 7 ft, are the four spray noz- 
zles which clean both sides of the 
wheel plates. In addition to this set of 
sprays, the jet also supplies a stand- 
pipe which has eight spray nozzles for 
washing the truck sides and a single 
vertical pipe connected with four ele- 
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Each jet has discharge capacity of 4,000 gph. Cleaning compound delivery can be varied. 


vated nozzles which wash running 
boards and hoods of switcher and 
road-switcher locomotives. 

All locomotives are washed each 
time they pass over the fuel servicing 
inspection facility at the completion of 
a trip. Prior to washing, incoming 


Vee nozzles along rails clean wheels; standpipe jets clean truck and carbody sides. 


solution drains to sump and is recirculated. 
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locomotives are inspected and initial 
servicing is completed at the fueling 
station. Inspections are made regard- 
less of whether the locomotive sub- 
sequently moves to shop for inspection 
or repair, or to outbound tracks for 
dispatching. 


Cleaning 
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High-power turbine locomotive is three-unit machine with A unit housing controls and auxiliary 
diesel and B unit containing main turbine. Tender back of B unit hauls residual fuel. 


U.P. 8.500-Hp Turbines 


Give Good Performance 


All 30 of the world’s largest gas- 
turbine electric locomotives will be in 
service on the Union Pacific by July. 
General Electric delivered the first of 
these 8,500-hp, 420-ton locomotives 
in August 1958, and production has 
continued at approximately a one-per- 
month rate since then. 

Improvements developed from op- 
eration of the first turbines have been 
incorporated as subsequent locomo- 
tives were built. This field develop- 
ment is expected to reduce mainte- 
nance and improve the reliability of the 
entire fleet. The power plant is a 
simple-cycle, single-shaft, two-bearing 
machine. 

The 30 locomotives will supple- 
ment an existing fleet of 25 single- 
unit, gas-turbine locomotives placed 
in service between 1952 and 1954 
(RL&C, Aug. 1952, p 85). They are 
powered by four-bearing gas turbines 
rated at 4,850-hp at 1,000 ft eleva- 
tion and 80 deg F ambient. 


From a paper by H. Rees, senior mechanical 
engineer, Union Pacific, presented before recent 
Gas Turbine Power Conference, ASME, held in 
Washington, D.C. 
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Four 8,500-hp locomotives were 
delivered in 1958 and seven in 1959. 
By October 1, 1960, nineteen of these 
locomotives were in main-line freight 
service between Council Bluffs, Iowa, 
and Ogden, Utah. Rail distance be- 
tween these terminals is approxi- 
mately 1,000 miles. Elevation varies 
from 1,033 to 8,013 ft. Ambient 
temperature can be anywhere between 

40 deg and 110 deg F. 

By October 1, 1960, the nineteen 
8,500-hp turbines in service had 
amassed a total of over 95,000 fired 
hours. One turbine had operated for 
10,218 hr. 

The work potential of these loco- 
motives can be judged from their per- 
formance during 1959. Because seven 
locomotives were delivered progres- 
sively through that year, total service 
was 90 locomotive months. A total 
of 1,076,772 locomotive-miles was 
operated an average of 11,911 miles 
per locomotive month. The big tur- 
bines hauled 5.3% of the UP total 
freight gross ton-miles. 

During September 1960, with 19 


locomotives in service, the average 


was 11,776 miles per locomotive, and 
12.6% of the UP freight gross-ton- 
miles was handled. During this same 
month, 75 new SD24 and 30 new 
GP20 diesel-electric units assigned in 
comparable service on the same dis- 
trict averaged 12,110 and 12,322 
miles per locomotive unit, respec- 
tively. 

Service conditions for these 8,500- 
hp gas turbines are severe. In station- 
ary service, a gas turbine generally op- 
erates with few starts and stops under 
a comparatively steady load. Loco- 
motive service imposes frequent starts 
and stops with a load that varies. Be- 
cause of railroad clearances, there is 
practically no space available for the 
filtering and silencing of inlet air. The 
close confines of the locomotive car- 
body make inspection and mainte- 
nance difficult. The turbine must with- 
stand the vibration and shock loads of 
railroad operation. 

While these rugged conditions are 
ideal for accelerated testing of equip- 
ment, it is almost axiomatic that equip- 
ment which has given’ excellent 
trouble-free service in air, marine, and 
stationary installations will develop 
unexpected troubles when operated in 
a railroad vehicle. The 4,870-hp, four- 
bearing gas turbines placed in locomo- 
tive service from 1952 to 1954 de- 
veloped problems in the first 10,000 
hr which did not show up in identical 
units in stationary service until years 
later, if at all. 

The General Electric frame size 5 
gas turbine used in the 8.500-hp lo- 
comotives is a simple-cycle, single- 
shaft, two-bearing machine having a 
16-stage axial compressor and a two- 
stage turbine operating at 4,860 rpm. 
It has ten reverse-flow combustion 
chambers which operate on treated 
residual fuel after starting on diesel 
fuel. 

This turbine, when ordered in1957, 
was an entirely new model. Many 
modifications were developed on the 
manufacturer’s test stand before the 
first locomotive was delivered in 1958. 
The need for others was discovered in 
field service. Improvements developed 
as the result of service problems were 
immediately incorporated by the man- 
ufacturer in turbines not yet delivered. 

Service to date indicates that the 
basic design concept of this two-bear- 
ing gas turbine is fundamentally sound 
and that it will prove to be a long lived, 
minimum maintenance machine. 

There have been 22 occasions to 

(Continued on page 34) 
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PFE Determines Insulation Requirements... 


Fresh-Produce Mechanical Reefers 


Mechanical refrigerator cars which 
Pacific Fruit Express has recently 
placed in service for shipments of 
fresh fruits and vegetables are ex- 
pected to yield significant data about 
insulation requirements for such serv- 
ice. The 25 Class R-70-11, “fresh- 
produce, semi-envelope” cars, built 
at the PFE Los Angeles shop, are de- 
signed to maintain ladings in the 30 to 
70 deg F temperature range. 

While these cars have the same 
structure, power plant and refriger- 
ation equipment used for the 1,000 
all-purpose R-70-12 cars completed 
last year by PFE (RL&C, August 
1960, p 29), less insulation is needed 
because the new cars will not be used 
for frozen-food ladings which require 
temperatures to minus 10 deg. F. It 
is hoped, by avoiding the extra costs 
involved in providing “deep freeze” 
temperatures, that the transportation 
costs for fresh fruits and vegetables 
moved in mechanical cars can be held 
at reasonable levels. 

Only basic structural difference be- 
tween the two classes of cars is that 
the 25 experimental units have been 
equipped with cushion underframes. 
Ten of the cars have the Hydra- 
Cushion device in which the impact 
forces are absorbed and dissipated as 


Plastic-faced insulating panels installed in car 
shell. Wavy channels in surface act as flues. 
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an inclined casting passes over a verti- 
cal hydraulic cylinder, compressing 
brake plates built into the floating sill 
(RL&C, May 1957, p 53). Fifteen 
cars have Super-Cushioned under- 
frames in which the impact forces are 
absorbed by high-capacity ring spring 
units. 

While the cushion underframe 
makes the length over coupler pulling 
faces 57 ft 7 in. as compared with the 
55 ft 11 in. of the R-70-12 cars, all 
other exterior dimensions are the 
same. Overall length is 52 ft 2% in.; 
height to top of running board, 15 ft 
1 in., and side door openings, 8 ft 
wide. As with the R-70-12 cars, the 
carbody is all welded with external 
side posts. Roofs and ends are also 
of all-welded design. This construc- 
tion simplifies application of insula- 
tion and tends to reduce heat infiltra- 
tion. The increased light weight, 90,- 
000 Ib as compared with 86,300 Ib, is 
due to cushion-type underframes 
which are used instead of the conven- 
tional arrangement used on the 1000 
Class R-70-12 cars. 

The Class R-70-11 cars have 2 in. 
less insulation in the walls, floors, and 
ceiling, producing an increased inside 
length, width, and height, and a greater 
cubic capacity. 


Evaporator is mounted on bulkhead. Roof has 
been installed; trusses will support ceiling. 
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Although the higher minimum tem- 
peratures are maintained, the new cars 
have the same refrigeration system 
used in the R-70-12 cars. This as- 
sures full interchangeability between 
the two classes of cars. It also permits 
direct comparison of system perform- 
ance of cars with different insulation 
thicknesses. 

While four different types of insu- 
lation are used, all cars have 5-in. 
rigid foamed plastic panels in the floor 
with foam-in-place insulation between 
the side sills and the outer floor 
stringer. 

Five cars have 5-in. foamed plastic 
panels in walls and ends, and a 4-in. 
thickness of Fiberglas blanket, plus 3 
in. of multi-layer insulation in the 
roof. Another five cars are completely 
insulated with the multi-layer insula- 
tion—S in. in the walls and 7 in. in 
the roof. 

Corrugated polystyrene panels, 5 in. 
thick, are used in the walls and B ends 
of five cars, along with 5 in. foamed- 
plastic panels in the A-end bulkheads. 
For the roof, 7 in. thick polystyrene 
panels are laid upon the “%-in. ply- 
wood subceiling. 

The 10 cars with the Hydra-Cush- 
ion underframe have 2 in. of blanket 

(Continued on page 28) 


Load dividing gates are supported between 
tracks mounted under roof and in floor. 
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Contribute outstanding over-all economies on 





Success of this nationally famous Chicago & North Western Push-Pull fleet is reflected by its 3-year growth 
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- with, Cobra’ Shoes 


Chicago & North Western push-pull suburban fleet 


MR. C. J. FITZPATRICK, President 
Chicago & North Western 
Says: 


“Cobra Shoe life and improved wheel performance have been a 
major factor in the over-all economies realized in the operation of our new 
Push-Pull Trains.” 


TOTAL ANNUAL SAVINGS PER CAR 
$437.00 
in extended Brake Shoe and Wheel Life 


PLUS FACTORS: 
Dead Weight Reduction of 2.5 Tons Per Car 
Rigging Eliminated 
Satin-Smooth Running 


Satin-Smooth Stops 


*Registered Trademark of Railroad Friction Products Corporation 


Westinghouse Air Brake 
COMPANY 


AIR BRAKE DIVISION xX WILMERDING, PENNA. 





Fiberglas and 3 in. of multi-layer in- 
sulation in the walls and ends, and 7 
in. of Fiberglas and layer insulation 
in the roof. 

All cars have 8-ft doors with an 
inner lining consisting of a corrugated 
plastic panel which is filled with ex- 
panded polystyrene insulation. Floor 
racks—aluminum stringers with her- 
ringbone hardwood slats—have ade- 
quate strength to support fork-lift 
trucks. Floor drains at each end of 
the lading space facilitate interior 
cleaning. 

Reducing the thickness of insulation 
gives the R-70-11 car a lading space of 
3,625 cu ft—451 cu ft more than that 
of the R-70-12 cars. Inside length 
between load divider gates is 45 ft 2 
in.; inside width, 9 ft. Both dimensions 
are 4 in. larger than comparable 
measurements of the R-70-12 cars. 
Inside height, floor rack to ceiling, is 
8 ft 11 in., and the available clear lad- 
ing space is 8 ft 642 in. 

All 25 cars are equipped with mov- 
able steel load dividers, making it pos- 
sible to sectionalize lading space into 


three compartments of various lengths. 
These dividers are equipped with posi- 
tive locking devices to absorb heavy 
impacts. 

Refrigeration equipment drives in- 
clude a 10-hp semi-hermetic compres- 
sor motor, a 2-hp condenser fan 
motor, and a 1-hp evaporator fan mo- 
tor. Power is supplied by a 20-hp 
diesel engine which drives an alter- 
nator. Fuel tank capacity is 500 gal. 

The diesel has an actuating device 
that allows the engine to operate at 
two speeds—1,200 rpm and 1,800 
rpm. The 1,800-rpm engine speed 
produces 60-cycle, 220-volt current; 
40-cycle, 150-volt current is generated 
at 1,200 rpm. The battery is a 12-volt 
nickel-cadmium type, charged through 
a silicon rectifier by the alternator. 

When equipment is started, the en- 
gine operates at low speed for a 2-min 
warm-up period, controlled by a time 
delay relay. A solenoid valve then 
brings the engine to full speed, simul- 
taneously loading the compressor. The 
refrigeration system operates at full 
speed and fully loaded until the ther- 


mostat temperature is 2 deg above the 
thermostat setting. Engine speed then 
drops to the low range and the com- 
pressor operates until air temperature 
reaches the thermostat set point when 
two of the three compressor cylinders 
are unloaded. The refrigeration sys- 
tem cycles out 1 deg below the ther- 
mostat set point. Heating and defrost- 
ing are accomplished at the low speed. 
Car temperatures are controlled by 
mechanical thermostats which operate 
on a_ temperature-sensing mercury- 
bulb principle. 

Car thermometers have a rigid 
straight probe installed through the 
car side below the evaporator. If a 
car thermometer becomes defective, 
it can easily be replaced while the car 
is under load. 

A plastic tube with a spring-loaded 
cover, applied through the bulkhead 
just below the thermostat probe, 
makes it possible to check return air 
temperatures while the car is loaded. 
A pocket thermometer can be inserted 
to check the accuracy of the thermo- 
stat setting or car thermometer. 


New Problems in Car Interchange 


This is the twenty-sixth installment of a 
series of questions and answers on the As- 
sociation of American Railroads Code of 
Rules Governing the Condition of, and Re- 
pairs To, Freight and Passenger Cars for the 
Interchange of Traffic which may help car 
men clarify their understanding of the phi- 
losophy, intent and requirements of the In- 
terchange Rules. The answers given to th: 
questions are not to be considered in- 
terpretations of the Rules of Interchange, 
which can only be rendered by the Arbitra- 
tion Committee acting officially. The com- 
ments, however, come from a background 
of intimate association with the applica- 
tion of the rules. Obviously, comments or 
opinions as of today may be inapplicable 
after a revision of the rules or further in- 
terpretations by the Arbitration Committee. 


Do the present rules require rail- 
roads to stock roller-bearing as- 
semblies at repair points for re- 
pairs to foreign cars? (279) 

No. 
When lighting is furnished for 
loading or unloading baggage or 
express cars not equipped with 
permanent lighting fixtures, 
should the expense involved be as- 
sumed by the handling line or the 
car owner? (280) 
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It should be assumed by the han- 

dling line. 
Is it proper to render a charge vs. 
car owner for in-date testing of 
air-brake equipment on passenger 
ears? (281) 

No. Present rules do not provide 

for such charge or for the applica- 

tion of in-date test stenciling. 
Where journal lubricating devices 
are found to be water soaked, re- 
quiring service treatment and the 
application of car oil, who is 
responsible for the expense in- 
volved? (282) 

Such expense should be assumed by 

the handling line. 


Is it proper to apply to foreign cars 
Grade B coupler knuckles which 
have been repaired by welding? 
(283) 

No. This practice is now prohibited. 


Do repair forces exercise their own 
judgment as to when journal lubri- 
cating devices require renewal, or 
do they have established 
tions to guide them? (284) 

New paragraph (h-4) of Rule 66 


condi- 


provides equitable conditions under 
which journal lubricating devices 
shall be renewed. 


Is it proper to request defect card 
from delivering line for a con- 
tainer missing from car received 
in interchange which is not used 
in TOFC service, the car itself not 
having been involved in 
usage? (285) 

No. See Section (11) of Rule 22. 


unfair 


Is defect card protection provided 

for removable roofs and lading 

covers of open-top cars? (286) 
Yes. These items are subject to the 
same rules as the car itself. 


When freight cars are given heavy 

repairs, involving more than 100 

man-hours, what attention must be 

given to truck side frames? (287) 
Truck side frames must have all of 
the accumulation of dirt, heavy 
paint, rust, and scale removed be- 
fore they are returned to service, 
so that, if any progressive fractures 
subsequently develop, they can be 
readily detected and repaired before 
complete failure occurs. 
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9,000,000 
3888-6 
ee More than 3;588-680- 
More Journapaks in service j ; 
than any other journal lubricator Journapaks in Service 
proves Journapak to be the most 


reliable lubricator in large scale 
railroad operation. 


Send for catalog 1-C. 


National Distributor 


THE JOURNAPAK CORPORATION 8 3. Michigan Avenue, Chicago 3, illinois 
Executive Office: 360 Lexington Avenue, New York 17, New York: a nen CA. 


; Caracas, Venezuela 
Factory: Dalton, Georgia 


In Mexico 
A. C. ARMENDARIZ 
Marconi Num. 2-37, Apartado Postal 80 BIS Mexico D.F. 











BUCKEYE C:-R. TRUCKS 


OUTSTANDING FEATURES 
-.- DESIGNED BY FOREMOST 
RAILWAY TRUCK ENGINEERS 


® Built-in durability with highest 
quality materials protects against 
wear and breakage. 


® Maximum friction bearing areas 
assure extended service with 
minimum maintenance. 


® Periodic service inspections 
indicate service life will outlast 
average freight car. 


FOR COMPLETE INFORMATION 


Refer Ad 11883 


CALL OR WRITE. 


(CUSHION-RIDE) Be 
R 
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THEY PLANNED ON 
YELLOW STRAND 
TO HOLD 
DOWN COSTS 
on piggy-back 
loading operation 


Lifting rig uses four type M1-BT Yellow Strand Braided Safety Slings, 8 parts of 2” 
rope, and twin thimbles, allowing rope to run completely around thimble. 


aN 


Close-up showing hitching method. Alloy chain snubs channel-iron side rails tightly. 
Yellow Strand patented twin thimbles secure sling bridles to beam. 





Yellow Strand Sling Experts and Wabash R.R. 
Develop Unique Low-Cost Piggy-Back Lift 


One of the many advantages you get with Yellow handles different trailers with minimum adjust- 
Strand is service. Yellow Strand experts helped de- ment. The strong, durable Yellow Strand Braided 
velop this economical lifting rig taking advantage Slings will lift forty tons. What’s your sling problem? 
of equipment already in use for other purposes. The Call your Yellow Strand representative anytime for 
assembly is versatile, quickly and easily applied, and expert help - for the very finest in all types of slings. 


BRAIDED SAFETY SLINGS 
BRODERICK & BASCOM ROPE CO. 


ST.LOUIS + PEORIA + HOUSTON «+ SEATTLE 
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Rapid nailing of heavy flooring was accomplished with air-operated nail driver. 


Three men proceeded through car, driving 1,350 spikes. 


Northern Pacific Builds RBL Cars 


Insulated box cars recently com- 
pleted by the Northern Pacific are 
being used to transport tin plate from 
eastern mills to the West Coast and 
to handle eastbound movements of 
canned goods and other products 
which require damage-prevention de- 
vices. The 150 RBL cars built at the 
NP’s Brainerd, Minn., car shop are 


designed primarily for the coiled-tin- 


plate service and have a capacity of 


4.611 cu ft. The 9-ft door openings 
facilitate loading and unloading with 
lift trucks widely used by all types of 
shippers today. 

Other features of the 50-ft cars in- 
clude the road’s heavy-duty, all- 
welded steel underframes equipped 


Insulated box cars for coiled tin plate are equipped with lading devices and with floating-tube 
type of cushion underframe. 
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with the Barber Cushion-Tube de- 
vice (RL&C, March 1959, p 19) and 
International Steel all-welded steel 
sides. Lading protection is provided 
by Evans DF-2 and Pacific Car & 
Foundry Car-Pac loader equipment. 
The ASF A-3 ride control trucks are 
equipped with one-wear wrought-steel 
and cast-steel wheels, 3''4,¢-in. travel 
springs, and SKF Expediter 6 x 11 
roller bearings. Roofs and floors are 
insulated with 4-in. of Fiberglas. Side 
walls and ends have 3 in. of Fiber- 
glas. 

The car has a light weight of 74,800 
Ib and a capacity of 134,000 Ib. Inside 
width is 9 ft 4'4, in.; inside height, 
9 ft 10% in., and inside length, 50 
ft 144 in. Length over end sills is 50 
ft 8% in. 

Installation of the Doweloc 2% in. 
hickory flooring was completed in 
“record” time by using Chicago Pneu- 
matic CP-SXBND air-powered nail 
drivers. The 50-ft floor was com- 
pletely finished in 45 min by a three- 
man crew driving 1,350 double-grip 
5'¥2-in. spikes. The nail driver can be 
operated from the shop air line or a 
small portable air compressor. A 
metal sleeve encloses the nails while 
they are being driven, eliminating the 
hazards associated with hand driving. 
The compact, lightweight tool can 
drive any nail from the 20-penny to 
60-penny size. 
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Who Robbed Gus? 


By Ken Wright 


The mechanical refrigerator car 
business had been increasing steadily. 
Everyone was getting plenty of expe- 
rience, even Old Gus who initially had 
been very obstinate about these “new 
fangled playthings.” Gus grudgingly 
took assignments on the cars and, fin- 
ally, as he worked on more of them, 
became very interested. 

One morning Big Jim, the boss, was 
outlining and assigning jobs. Several 
mechanical reefers were in for inspec- 
tion and maintenance. Big Jim, real- 
izing that Gus did not have too much 
experience, assigned him a car which 
was to be started and cooled down for 
loading later in the day. This would 
be routine, because the car had been 
inspected earlier. 

A little later Gus rushed up to Pete 
breathlessly. “Pete,” he exclaimed, 
“Tve got trouble! Someone has stolen 
the battery and some other things out 
of that car I’m supposed to be starting. 
Will you come over and tell me what 
all is missing so I can report it to Big 
Jim?” 

Pete looked at Gus incredulously. 
“Are you sure you looked the car over 
completely?” Pete asked. “You know 
that some cars have the battery in a 
box underneath instead of in the ma- 
chinery compartment?” 

“Look, Pete,” said Gus, “when I got 
to the car, I checked the fuel tank and 
then I checked the engine oil and the 
coolant levels. When I got ready to 
start the engine, the Start button was 
missing. You can see the hole in the 
panel where it should be. I then 
checked to see if they had moved the 
button, and that was when I found the 
battery missing. By then I knew Id 
better get someone who would know 
exactly what was missing.” 

When they reached the car, Gus 
tried to show Pete the empty battery 
box. Pete, however, immediately be- 
gan to examine the engine and sud- 
denly started to laugh. “I’m sorry I 
laughed, Gus, but you will too. Look 
here.” 

Pete was pointing to a device ap- 
plied to the engine in place of the reg- 
ular starter motor. 


This is the sixteenth article in this series discuss- 
ing the operation, maintenance and trouble 
shooting of mechanical refrigerator cars. 
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“So what?” asked Gus, “ 
anything laughable.” 

“If you will look closer, Gus, you 
will see this isn’t an electric starter, 
but a hydraulic starter. Here is the 
reason you don’t have a battery or a 
Start button.” 

Gus still didn’t see anything funny. 
“Why don’t they stay with something 
standard?” he asked. “What was the 
matter with the electric starter? It’s 
good enough for automobiles and 
other small engines. Do they just try 
to keep things fouled up?” 

“This isn’t the only thing being tried 
to eliminate the electric starter,” Pete 
replied. “I understand that an air 
starter is also being tested. The real 
aim is to eliminate the battery and bat- 
tery charging system.” 

Gus looked puzzled. “Why? What's 
wrong with them? Do they give that 
much trouble?” 

“Generally starters, generators and 
batteries don’t give much difficulty in 
normal service. On mechanical reef- 
ers you do encounter conditions not 
completely normal. Car vibration 
sometimes damages starter bearings. 
Motion of the car also affects the vi- 
brating type voltage regulator, causing 
battery charging failures. The automo- 
tive type of charging generator has 
brushes and commutator as well as 
bearings and belts. Generators have 
frequently been located at the back of 
the engine where they were overlooked 
and were not properly maintained. 

“When battery temperature is low- 
ered, its capacity also goes down. 
During cold weather when lubricating 
oil is stiff, turning a cold engine over 
can be a real problem. Some cars 
have been equipped with high bat- 
teries—the ones hung underneath. 
Bigger batteries require added protec- 
tion against the shocks bound to occur 
in freight service. Think what the last 
battery for your automobile cost you. 
Then remember that we are talking 
about 24-volt batteries. You will get 
an idea of the costs involved.” 

“Gosh, Pete, I never thought of that. 
Do you think this hydraulic starter will 
solve all of those problems?” 

“Don’t get me wrong, Gus. The bat- 
tery starting system isn’t all bad; it 
just has problems. Any time you make 


I don’t see 
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changes to eliminate problems, you 
generally get yourself some new and 
different problem. You must then de- 
cide which procedure is least trouble- 
some and which gives the greatest re- 
turn for your money. The best way is 
to try the different methods and then 
evaluate them. 

“Some cars are now equipped with 
an alternator and rectifier system 
which takes the place of the direct- 
current charging generator. The al- 
ternator produces a-c which is recti- 
fied to d-c of the proper voltage for 
battery charging. This eliminates most 
of the problems encountered with the 
belt drive, commutator, brushes, and 
generator bearings. While this would 
appear to solve a lot of problems, it 
now develops that we encounter blown 
fuses, overcharged batteries, under- 
charged batteries, and rectifier fail- 
ures.” 

“Gosh, Pete, you sound like the 
voice of doom,” Gus exclaimed. “Help 
me get this engine started before I de- 
cide its just not worth it. Where’s the 
power for this hydraulic starter? Don’t 
tell me I have to pump it up by hand.” 

“You might have to,” responded 
Pete. “Generally you won't. If it is 
cold weather, I'd suggest that you do it 
to insure plenty of pressure.” 

Pete pointed to the starting instruc- 
tion. It read: 

Ambient Tempera- Pressure Gage, 
ture, deg F Psi 
Above +40 1,500 
+40 to 0 2,500 
Below 0 3,300 

“I'd suggest you always make sure 
that you have at least the pressure in- 
dicated on that chart. The system has 
an accumulator, a reservoir which is 
divided into two sections by a piston. 
On one side of the piston you have the 
hydraulic system and, on the other 
side, a charge of nitrogen gas. As hy- 
draulic pressure is built up, the piston 
will move to compress the nitrogen. 
When the engine runs, an engine- 
driven pump maintains this pressure. 
Provided there are no leaks in the hy- 
draulic system, the pressure then 
should hold indefinitely. 

“With this type of starting, the en- 
gine is actually turned over faster than 
is the case with the electric starter. 
This is an advantage in cold weather. 
However, a word of caution; you 
should get three starting cycles with a 
warm engine and a fully charged hy- 
draulic system. If the engine is cold, 
you will have to be absolutely sure that 
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the engine is ready to be started, be- 
cause you will not be able to crank 
and crank. If it doesn’t start the first 
time, you will have to build the pres- 
sure back up with that hand pump, 
and that takes a lot of pumping. 

“So,” Pete continued, “if the out- 
side, or ambient, temperature is below 
45 deg, you better use a cold-weather 
starting aid. This is the same we use 
on cars with electric starters—ether 
in a plastic capsule or metal cartridge. 
It would be best to add the ether cap- 
sule just before moving the starting 
lever, or, if possible, during cranking.” 

“Wait a minute, Pete,” Gus said. 
“What did you mean about being sure 
that the engine is ready to start?” 

“First,” Pete answered, “be sure 
that the stopping device, usually a pull 
knob or handle, is in its running po- 
sition. This is generally a choke and 
may sometimes stick so it will not re- 
turn to its normal position. Depend- 
ing on the type of engine, you may 
have a fuel priming pump. If you have 
such a pump, use it to insure that fuel 


is reaching all of the injection system. 
This will conserve the starter charge. 

“Those engines not equipped with 
priming pumps don’t generally require 
priming, unless fuel filters have been 
changed. Then, regardless of the type 
of starter, it is always a good idea to 
completely fill the filter housings with 
fuel. Remember, no air pockets. Be 
sure the safety control is set for start- 
ing. It may have the engine air shut 
off, making it impossible for the en- 
gine to start.” 

“That’s an awful lot to remember 
when you're in a hurry to get an engine 
started.” 

“No, Gus, it isn’t too much. Most 
of these things you do automatically. 
Just check those things needed to make 
an engine run: air, fuel, coolant, lubri- 
cation, and, finally, rotation to produce 
ignition. You just have to be more 
careful. Frequently after an engine 
has been cranked and cranked, then 
we start looking for trouble. Make 
your checks first. 

“Now, Gus, see the starting lever 


on this hydraulic gadget? When you 
move that, you do two things. You 
move the starter pinion into engage- 
ment with the flywheel ring gear and 
you open the valve in the hydraulic 
system. When the engine fires, close 
the valve quickly to conserve the hy- 
draulic charge and to prevent the 
starter from over-running. You should 
expect that, if the engine starts, the 
engine-driven pump would restore the 
pressure charge. Why conserve it? 
Remember that the engine might not 
continue to run—it might be a false 
start. Your pressure would be gone 
and it would mean you would have to 
pump it back up by hand. Over-run- 
ning the starter isn’t good either.” 

Following Pete’s explanation, Gus 
started the engine easily. The two 
watched it operate. Suddenly Pete 
turned and started away. He called 
back, “Here I’ve been fooling with 
you, and Big Jim will be along shortly 
wanting to know why I’m not done 
with my job on that other car.” 

Things were again normal. 
was unhappy. 


Pete 





U.P. 8500-Hp 


Gas Turbines 


(Continued from page 24) 
partially or completely open up a tur- 
bine. The turbine casing has a hori- 
zontal split which permits removal of 
the top half with the turbine in the 
locomotive. All parts can then be 
removed and replaced, except for 
the compressor rotor blades. Three 
turbines were opened when failed inlet 
silencer parts entered the compressor 
and damaged compressor blading. Ten 
turbines were opened for scheduled in- 
spection and modifications. Nine tur- 
bines had unscheduled openings be- 
cause of turbine troubles which re- 
quired immediate repair. Based on 
these nine unscheduled openings for 
95,727 turbine hours, an average of 
10,636 hours per turbine is obtained. 
This reflects the initial field operation 
of the new design turbine. With design 
improvements already made, this av- 
erage is expected to improve. 

After four failures in turbines, a 
program was set up to apply a new de- 
sign of first-stage bucket sealing pins 
and second-stage bucket tie wires with 
crimped ends. 

On March 29, 1959, the air inlet si- 
lencer of Locomotive 4 was found 
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collapsed, evidently due to icing. A 
new inlet silencer was applied. No 
damage to compressor could be seen 
from the turbine inlet, and the turbine 
was not opened. 

On April 19, 1959, the air inlet 
silencers on three locomotives col- 
lapsed due to an unusual weather con- 
dition which prevailed around North 
Platte, Neb. Weather conditions were 
favorable to icing of the screened 
opening of the inlet silencer. Ice 
formed gradually and_ eventually 
closed the openings in the screen. The 
resulting negative pressure inside the 
silencer caused it to collapse. New 
silencers were applied. Compressors 
were not opened, since visual inspec- 
tion from the inlet end indicated that 
very little blade damage had occurred. 

To prevent a recurrence of this type 
of failure, the manufacturer designed 
a shutter arrangement in the floor of 
the silencer which opens whenever 
the interior pressure decreases slightly 
and admits warm air from the car- 
body. These were manufactured in 
the railway shops and installed on all 
turbines. 

Turbine accessories, such as fuel 
pump, hydraulic pump, fuel flow di- 
vider, exhaust control system, gov- 
ernor, lube oil pumps, atomizing air 


compressor, and vapor extraction 


blower, have performed quite well. 
There have been some road failures 
and delays. 

Caps, liners, and transition pieces 
in the combustion chambers were not 
provided with serial numbers, and no 
accurate record can be kept. At the 
present, liners and caps are repaired 
at approximately 1,600-hr intervals, 
and transition pieces at 5,000 to 7,000 
hr intervals. All are repaired by build- 
ing up with welding, or by welding in 
new sections. 

After starting on diesel fuel, auto- 
matic transfer is made to a specifica- 
tion type residual fuel having a vis- 
cosity of approximately 95 SUS at 210 
deg F. Specifications provide that the 
weight ratio of sodium to vanadium be 
kept below 0.3, and the weight ratio of 
magnesium to vanadium above 3.0. 
Turbine performance on this type of 
fuel has been excellent. There has been 
no evidence of corrosion of hot gas 
parts due to fuel. 

These turbines operate with a very 
clear exhaust, a marked improvement 
over the 4,870-hp turbine. In spite 
of limited space, the inlet air silencer 
does an excellent job of reducing the 
noise, with a minimum of pressure 
drop. Noise level at full load opera- 
tion is comparable to a 3-unit diesel 
locomotive. 
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Published by Railroad Products Division, SERVO CORPORATION OF AMERICA 


Copyright 1961 Servo Corporation of America 


train crew automatically, if overheated journal 
bearing is detected on passing freight at 
remote spot on main line. 


Automatic Alarm Patent 
issued to Servo Corp. 


Patent no. 2,963,575 covering automatic 
alarm hot box detection devices was issued 
Dec. 6, 1960 to Servo Corporation of 
America by the United States Patent Office. 

The new patent covers a variety of 
computation and comparison methods for 
ascertaining and identifying hot box sig- 
nals emerging at the output end of the 
detection devices. 

Granting of this latest patent now pro- 
tects with three patents various infrared 
detection systems pioneered and marketed 
by Servo Corp.’s Railroad Products 
Division. 

The automatic alarm, according to Servo 
railroad spokesmen, represents one of the 
most significant developments in hot box 
detection since Servo marketed the first 
successful SERVOSAFE™ Hot Box Detec- 
tive* system in 1956. 

This important railroad safety device, 
known commercially as SERVOLARM ' 
equipment, has been incorporated in vari- 
ous Detective installations for several years. 

It allows Detective systems to be used 
for automatically setting signals to stop 
trains with hot boxes and gives the rail- 
roads a broader choice of systems employ- 
ing standard chart recording interpretation 
techniques or automatic control, depend- 
ing on detector location and individual 
railroad requirements. @ 


*Protected under one or more of the following U.S 
Patent Nos.: 2,880,309, 2,947,857, and 2,963,575. Other 
U.S. and foreign patents pending. 


111 New South Road « Hicksville, Long Isiand, New York 


FASTER FREIGHTS: 


Railroads Straighten Track, Reduce Stops, 
Add Detectors to Speed Up Service... 


“In the rugged mountains of northern 
Arizona, Atchison-Topeka & Santa Fe 
Railway workers are hurriedly laying the 
final sections of a new 44-mile strip of 
track that will slice through this region, 
unwinding sharp curves, and flattening 
steep grades. 

“Farther north, Chicago & North West 
Railway freights now roll non-stop through 
fifty small towns between Chicago and 
Rapid City, S. D. 

“To the east, Chesapeake & Ohio 
Railroad crews plant small metal boxes 
containing super-sensitive infrared heat 
detecting systems in roadbeds along sec- 
tions of the line’s track. The aim is to spot 
‘hot boxes’—overheated wheel bearings 
before they cause time-consuming break- 
downs. 

“These seemingly unrelated events, sep- 
arated by hundreds of miles, are aimed at 
a single objective: a further speedup of 
rail freight. Taking kinks out of winding 
track, scheduling fewer stops, and instal- 
ling better equipment are three of the 





RAILROADS REPORT: 
Spot 20 hot boxes at one spot alone... 

Writing in the L&N Magazine 
(Dec. 1960) on the railroad’s experi- 
ence with its SERVOSAFI Hot Box 
Detectives*, Edison H. Thomas 
states: “...just how effective the sys- 
tem is can be judged by the fact that 
the automatic (Detective system) at 
Cullman (Ala.) alone has spotted 20 
incipient hot boxes, any one of which 
could well have caused a derailment 
had it not been discovered and cor- 
rective measures taken.” 


Efficiency as high as 100%... 

Railroads using the SERVOSAFE Hot 
Box Detective report better than 90 
per cent efficiency for the units...in 
some cases as high as 100 per cent for 
consecutive periods of six months o1 
over. 


Savings over $100,000... 

One SERVOSAFE road reports sav- 
ings of over $100,000 per installation 
per year, allowing amortization of 
the equipment in approximately one 
month’s time. 
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major methods the nation’s railroads are 
using to achieve faster freights.” 


“The Chesapeake & Ohio and other rail- 
roads have eased the problem of delays 
caused by hot boxes by installing the spe 
cial infrared hot box detection systems 
along sections of track. These devices, 
which sense the heat generated by a hot 
box, flash the danger signal to the nearest 
terminal, which relays the message by 
radio to the train’s engineer. 

“Thus, before serious trouble results, 
the engineer can stop the train or slow it 
down and avoid the even greater delay 
caused by a broken axle or fire. The C&O 
has 17 of the devices in service and plans 
to add another dozen in the near future.” 

THE WALL STREET JOURNAI 
Dec. 16, 1960 


The Atchison-Topeka & Santa Fe and 
Chesapeake & Ohio are two of the 28 
major Class I railroads across the country 
that have adopted the patented infrared 
SERVOSAFE™ Hot Box Detective* system 
for spotting dangerously overheated 
journal bearings on fast freights. 

First railroad to install the Detective 
back in 1956, the C&O has found that even 
smokeless hot boxes on trains traveling at 
high speed cannot escape spotting by 
SERVOSAFE. 

“I consider the Hot Box Detective to be 
one of the greatest aids to railroading in 
many, many years,” C&O Vice President 
for Operations M. I. Dunn has stated 
“Our tests have proved it 100 per cent 
effective.”** @ 

“CHESAPEAKE & OHIO RAILROAD 
1958 Annual Re port 


‘Wheel Checker’ Sales 
Now Handled by Servo 


Servo’s Railroad Products Division has 
been granted exclusive worldwide sales 
rights for the Wheel Checker, a division 
spokesman announced. 

System automatically detects broken 
wheel flanges and loose wheels on passing 
cars, squirting a shot of non-drying bright 
yellow paint on the wheel for quick 
identification. @ 





SIMPLE 
STEPS 
TO REDUCE 


YOUR HOT BOX 


PROBLEMS 


Any one of these steps will contrib- 
ute to relief from the hot box 
problem . . . will help improve 
journal bearing performance and 
cut operating costs, too. Together, 
the indication is so promising that 
the feasibility of a 48-month repack 
period is now being tested. 

Want proof? Try these quality 
Brake Shoe products to upgrade 
the bearing performance of your 
cars—see for yourself what they 
can do when the going is rough. For 
full details consult American Brake 
Shoe Company, Railroad Products 
Division, 530 Fifth Avenue, New 
York 36, New York. 


| AMERICAN _ 


_Brake ‘Shoe | 


Quality products cut your ton-mile costs. 














} Keep oil in box. New Absco 
dust guard helps keep oil in, dirt 
and water out. Engineered for 
long life. Fills the well. ..doesn’t 
drop down onto journal when 
axle shifts laterally, doesn’t get 
damaged when axle moves 
back. Yet it can follow under 
severe impact or misalignment. 


2 Feed oil to bearing. Im 


proved Absco lubricating pad* 
holds and feeds ample quanti- 
ties of oil under all operating 
conditions. Simple, economical, 
durable, easy to install and re- 
move. Can be effectively reno- 
vated for long life. 


*A.A.R. conditionally approved. 


3 Stabilize journal assembly. 


A quick, simple method is to in- 
stall the Absco positive control 
flat back bearing? in place of the 
conventional steeple back bear- 
ing. No alteration or modifica- 
tion to the box or axle is neces- 
sary. Proved effective in road 
tests extending over the past 36 
months. 


TA.A.R. approved for limited application for 
test in interchange service. 
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“Electro-Motive’s new ‘50’ pack keeps 
valves in perfect condition always 
ready for immediate use, and far 
easier to reship, handle and store.” 


























NEW, COMPACT CARTON contains fifty exhaust SHOCK RESISTANT TRAYS hold ten individually 
valves. These are proven Electro-Motive valves that make supported valves wrapped in protective VPI rust preventive 
engines run smoother, perform better, last longer. paper. EMD exhaust valves are ready for immediate use. 














VALVES ARE PROTECTED from oxidation even after RE-USABLE CARTON can be conveniently stored in 
the carton has been opened. Simply refold protective tray shop work area with full protection against damage then 
and replace in carton, sealing the valves below. re-used for storing or shipping reground valves. 





Immediate shipment can be made from nine strategically located Electro-Motive 
(ENERAL OTORS Branches. Call your nearby Electro-Motive Representative for complete information. 
Loco! lorives 


ELECTRO-MOTIVE DIVISION -GENERAL MOTORS 


LA GRANGE, ILLINOIS e HOME OF THE DIESEL LOCOMOTIVE 


In Canada: General Motors Diesel, Limited, London, Ontario 





EMD Field Loop Can Be Eliminated 


Arrangement increases performance reliability and 


makes possible more braking in the low-speed range. 


The field loop circuit on General 
Motors diesel locomotives makes it 
possible for enginemen to select the 
amount of dynamic braking ncessary 
during m-u operation. This circuit, 
trainlined between units, consists of 
the main generator battery field of 


Article prepared by Electro-Motive Division, 


General Motors Corp. 
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BRAKING 


each unit connected in series to the low 
voltage supply of the lead unit. 

This arrangement was ideal when 
dynamic braking was first applied to 
diesel-electric locomotives, but chang- 
ing locomotive requirements and im- 
proved techniques have changed this. 
A new and more reliable system elim- 
inates interlocks, power-plant jumpers, 
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Basic electric transmission on diesel locomotives can be adapted for dynamic braking. 
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Dynamic braking arrangement on EMD locomotives has differed from that used by other builders. 
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and other hardware, while also im- 
proving performance. 

Today, there is no need for the field 
loop circuit; it is actually a design and 
operating handicap. It has already 
been eliminated by one railroad; an- 
other is moving toward the same goal. 

The field loop can be eliminated and 
the performance can be improved. To 
utilize motive power effectively, rail- 
roads need to operate units in mul- 
tiple. These can be units turned out 
by different manufacturers, or differ- 
ent models from the same builder. Ex- 
cept for dynamic brake operation, 
compatibility is easily and economi- 
cally achieved. The field loop circuit, 
peculiar to EMD locomotives, presents 
the only major difficulty. 

Dynamic braking, the use of electric 
traction equipment to exert a retarding 
force, is an elaboration of the element- 
ary arrangement consisting of one gen- 
erator and one motor. There is no pro- 
vision for regulating dynamic braking 
or power. For braking, the motor 
armatures must be connected to a load 
and the motor fields to a source of cur- 
rent for excitation. Excitation is pro- 
vided by the main generator. The 
method of exciting the main generator 
in power operation affects dynamic 
brake excitation control. 

There are two general types of loco- 
motive excitation systems. In the EMD 
system, the generator is both self and 
separately excited. Practically all other 
locomotive generators have only sep- 
arate excitation. Because less power 
is required for the separately excited 
(battery) fields in the EMD system, it is 
practicable to use a rheostat for con- 
trol while they are connected to the 74- 
volt auxiliary power system. When the 
main generator is only separately ex- 
citated, excitation current can come 
from the machine’s own exciter. Gen- 
erator output is then regulated by con- 
trolling the exciter field. It is common 
practice to use saturable reactors in 
this exciter field circuit, reducing the 
signal to extend control of the main 
generator output. 

The EMD main generator excita- 
tion system had been used successfully 
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for a considerable time before dy- 
namic braking became well accepted 
and widely used. For suitable dynamic 
brake control using the main gene- 
rator to excite the motor fields, only the 
main generator’s battery field is needed 
and a 15-amp current is sufficient. 
Each generator should have the same 
excitation. Four-unit were 
considered the largest practical loco- 
motives when dynamic braking was 
first adopted. All these factors led to 
adoption of a field loop circuit which 
would connect the battery fields in 
series for dynamic brake excitation 
control. The result was that only the 
EMD design required a special circuit 
to handle the current and also a con- 
trol rheostat of rather large capacity. 

For systems utilizing exciters, con- 
trol systems can be so small that there 
is no problem of supplying several 
circuits in parallel from a_potenti- 
ometer in the engineman’s control 
stand. This arrangement is known as 
the variable voltage system. Current 
capacity of the basic trainline wiring is 
also very adequate. 

For a non-EMD unit to control an 
EMD unit in dynamic braking, the po- 
tentiometer capacity must be increased 
so that it can handle the 15 amp re- 
quired by the EMD units, and the unit 
must also carry all the hardware asso- 
ciated with the field loop circuit. All 
EMD units can be modified so that 
non-EMD units will operate normally 
when trailing by making only minor 
circuit changes on the EMD units. 

About a decade ago, EMD began to 
utilize the load regulator on some 
models for excitation control during 
dynamic braking as well as during 
power operation. When the new 
square controller came into use, the 
lead unit load regulator was utilized 
for control of the field loop circuit. A 
very small potentiometer in the con- 
trol stand sets up a reference which the 
load regulator matches through the op- 
eration of a sensitive relay, designated 
LRP on late model wiring diagrams, 
and a load-regulator control valve 
ORS. This system can be arranged to 
energize a variable voltage trainline 
(broken lines on the diagram). The 
circuit is capable of supplying more 
power than the trainline can handle, 
but is inoperative if the engine is shut 
down. All units equipped with the 
square controller have the components 
necessary for this arrangement. These 
can be rearranged so that the field loop 
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circuit is not required for dynamic cuit. With the field loop system, the 


brake operation. 

While nothing needs to be added to 
convert an EMD unit equipped with 
the square controller from field loop 
to variable-voltage control, it is logical 
to ask about the older A_ units 
equipped with the original controller, 
and B units which have no controller. 
Such units from the F3, introduced in 
1947, to the latest models are equipped 
with the load regulator control valve. 
For A units, the small LRP relay and 
circuitry would be required. For B 
units, the LRP relay and battery field 
current limiting resistors would be re- 
quired. 

Elimination of the field loop has sev- 
eral advantages. Reliability of per- 
formance is increased, because there 
are fewer contacts in the excitation cir- 
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VARIABLE VOLTAGE TRAINLINE __ 


maximum value of the motor field ex- 
citation is limited by the excitation of 
the generator, not by the capacity of 
the motor fields. 

The variable voltage system permits 
greater peak braking at lower locomo- 
tive speeds. With the field loop, low- 
speed braking is seriously affected 
when more than four units are used in 
a consist. This is not true when the 
variable voltage system is used. Main- 
tenance will be reduced by elimina- 
tion of the field loop cable between 
units. Operation will be simplified be- 
cause there is no unit selector switch. 

Conversion to variable voltage con- 
trol is easily done for one unit or an 
entire fleet. Fail-safe features of full 
brake, partial brake, or no brake can 
be arranged. 
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Use of load regulator control for EMD dynamic braking simplifies elimination of field loop. 
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Conversion of older A units and all B units does require additional control components. 
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From the Diesel Maintainer’s Note Book 





Out of Sight, Out of Mind 


On a recent trip an expensive train 
delay and diesel engine failure came 
to my attention. It could have been 
avoided had the maintenance people 
done something about an engineman’s 
report of low lube oil pressure. Later 
on the same trip, a friend on another 
road told me of his problem—worn 
out and neglected storage batteries. | 
dare say one would find that insuftic- 
ient preventive maintenance is spoil- 
ing locomotive performance and in- 
creasing costs for many roads. What’s 
happened to preventive maintenance? 
Has it gone out of style? 

The battery trouble mentioned 
above reminds me of a similar case 
on another line. Both situations in- 
volved locomotives which are main- 
tained at central maintenance shops. 
From these system shops, the units are 
sent out for service on branch lines 
where there very limited mainte- 
nance facilities and few maintainers. 
Locomotives are to perform tours of 
duty with very little maintenance, 
finally being worked back to system 
diesel shops where they can be care- 
fully and completely inspected, 
cleaned, serviced and repaired. 

There should be no reason why lo- 
comotives cannot be operated under 
such a plan, if they receive proper at- 
tention when they reach the mainten- 
ance shop. In both cases the system 
repair shops was sending out units that 
had not received adequate preventive 
maintenance. 

Let’s consider for a moment storage 
battery maintenance. While a battery 
is by no means the most expensive 
component of a diesel locomotive, it 
is certainly one of the most important. 
It costs about $1 per day just to own 
a 32-cell storage battery, plus the cost 
of a reasonable amount of care. A 
storage battery is such a simple thing 
that most people think it should take 
care of itself. Being housed out of 
sight, it is usually out of mind until it 
fails to start the engine. While a 
battery actually requires little care, 
proper maintenance is essential. The 
This series of articles is based on actual experi- 


ences of men who operate and maintain diesel- 
electric locomotives. 
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storage battery should receive the 
same careful attention given to all 
other valuable electrical equipment. 
Long, dependable battery perform- 
ance will be obtained by careful ob- 
servance of a few simple rules: 
e Be sure the battery compartment 
is well ventilated. A free flow of out- 
side air over and around the battery 
helps to dissipate heat, preventing ex- 
cessively high operating temperatures. 
A well-ventilated compartment pro- 
motes long battery life. Screens over 
the ventilator openings should be kept 
clean and should not be allowed to fill 
with paint or dirt. 
e See that all circuit and bolted con- 
nections are clean and tight and are 
maintained in that condition. 
e Block the battery trays into place 
securely, but do not wedge. 
e Maintain proper battery charge by 
adjusting the voltage regulator to con- 
form with the working schedule of 
the locomotive and the needs of the 
battery. 
e Keep the battery, its connections, 
and surrounding parts clean and dry. 
Vent plugs must be securely locked in 
place, except when taking specific 
gravity readings. All vent plugs are 
provided with small openings for the 
escape of gases which form during 
charging. Clogged openings may cause 
sufficient gas pressure within the cell 
to break the seal betwen the jar and 
cover. If, during inspection, these 
openings are found clogged with dirt, 
they should be immersed in water and 
thoroughly cleaned. It may even be 
necessary to use a piece of wire to clear 
the openings. 
e Keep a record of battery condition 
and the charging equipment at each in- 
spection. The health of a lead-acid 
storage battery is most accurately de- 
termined with a hydrometer, checking 
the specific gravity of the electrolyte. 
This gravity reading varies directly 
with charge, accurately reflecting bat- 
tery condition. The hydrometer is as 
useful to the battery maintainer as a 
thermometer is to a doctor. 

For many, these simple instructions 
are “old stuff’—-so basic that they de- 
serve no further consideration. That's 


By Gordon Taylor 


probably the trouble. Maintainers 
feel that such simple practices are not 
worthwhile. The result is insufficient 
preventive maintenance, then time- 
consuming delays, and, finally, higher 
repair costs. 

Let’s see what happened to bat- 
teries on locomotives of two railroads 
which have come to my attention re- 
cently. 

Case 1. A locomotive was sent out 
from the system maintenance point 
for service on a branch line. The local 
maintainer noticed that the battery 
seemed to be charging at an excessive 
rate. He tried to adjust the voltage 
regulator, but was unable to do so. 
The next day there was an explosion 
in the battery compartment which 
blew off several cell covers and broke 
a battery tank, causing it to leak. It 
was necessary to transfer the locomo- 
tive 200 miles back to the system 
maintenance point. There it was found 
that the explosion had resulted from 
a combination of defects: an im- 
properly ventilated battery compart- 
ment (clogged ventilator screens), 
high charging rate (liberating hydro- 
gen gas), and loosened battery con- 
nectors, which produced the spark 
that exploded the gas. Proper pre- 
ventive maintenance would have 
avoided all this. 

Ironically, the unit sent as a re- 
placement also had loose battery con- 
nectors. Fortunately, they were found 
and corrected before they could also 
cause a failure. 

Case 2. On this railroad, a loco- 
motive battery was found to be too 
weak to crank the diesel. To start the 
engine without delay, heavy emer- 
gency starting cables were connected 
from the battery on a nearby loco- 
motive to the starting circuit on the 
crippled unit. While the first unit was 
being started, one of the battery con- 
nectors on the second unit became 
loosened and the spark produced an 
explosion which blew off several cell 
covers and sprayed acid on the main- 
tainer. Here was just another case in 
which an improperly ventilated bat- 
tery compartment and a loose con- 

(Continued on page 44) 
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WIX RESEARCH FINDS THE BETTER FORMULA::-: 
WIX-BUILT MACHINES FORM THE BETTER FILTER! 
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WIX Series 4LM, 4129, 12700, 
12800 and 12900M are now 
packed by the controlled 
density method 


FILTERS 
WIX CORPORATIO 


In Canada: Wix Corporation Ltd., Toronto 
In New Zealand: Wix Corp. New Zealand Ltd., Auckland 
SALES OFFICES: Atlanta, Ga. + Jacksonville, Fla. + New 
. * St. Louis, Mo. + St. Paul, 


York, N. Y. * Chicago, III 
Minn. + San Francisco, Cal. 


WAREHOUSES: Gastonia, N. C. + New York, N. Y. «= St 
Louis, Mo. + Des Moines, la. + Sacramento, Cal 
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WIX has advanced the filtration of Diesel Fuel and 
Lubricating Oil a giant step with filter cartridges 
wherein precise control of weight, density and 
dimensions provide an entirely new standard of 
performance. These new WIX cartridges represent 
an important contribution to operating economy 
and preventive maintenance. This family of 
advanced type cartridges is now available for all 
your diesel locomotives. Get the facts today! 


WIX Corporation, Dept. RLC 
Gastonia, N. C. 


Please send us full information on your con- 
trolled density Filter Cartridges. 


for samples, 
prices and full 
information. 


Name 


N + GASTONIA, N. C. Railroad 


Address 
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(Continued from page 42) 
nector got together for a big blowout. 
A weak battery on one unit was the in- 
direct cause of a repair job on an- 
other. 

Case 3. We'll now consider a dif- 
ferent type of battery trouble that oc- 
curred on the latter road. A cold 
spell brought temperatures to zero. 
Mechanical department headquarters 
contacted maintenance points, warn- 
ing that steps should be taken to pre- 
vent frozen air lines and to check loco- 
motives so there would be no frozen 
radiators, frozen engines, or frozen 
batteries. 

“Who ever heard of a battery freez- 
ing?” a general foreman asked upon 
receiving the warning about batteries. 

“I never heard of a fully charged 
battery freezing, because a_ battery 
with electrolyte of 1.250 specific grav- 
ity has a freezing temperature of 62 
deg F below zero,” his supervisor re- 
plied. “But I know that discharged 
batteries can be damaged by freezing. 
A battery with 1.150 gravity will 
freeze at 5 deg F above zero, and a 
battery with 1.100 gravity will freeze 
at 19 deg F above zero. Check bat- 


teries on all units that have been stand- 
ing outdoors for the past two days and 
phone me.” 

It was a rather embarrassed general 
foreman who called two hours later 
to say he had found two sets of frozen 
batteries with several cracked and 
leaky battery tanks. 

Many locomotive maintenance peo- 
ple give little thought to their storage 
batteries. In this case, a foreman 
learned the hard way that batteries 
should never be left standing in a com- 
pletely discharged condition at any 
time, but especially during cold 
weather. 

Batteries also need protection 
against high temperatures. Normally, 
electrolyte temperature may run up 
to 15 deg F higher than that of the 
battery compartment. The limit is 
usually considered to be from 110 to 
115 deg F. Even this would be harm- 
ful if it continued. Such high temp- 
eratures can be produced when charg- 
ing at too high a rate, a result of having 
the voltage regulator set too high. 
High temperatures may result from 
improper ventilation of battery com- 
partment. Do not use an open flame 


Simplified Contactor Removal 


Illinois Central uses special A-frame 
for removal and replacement of 
switching reversers and power con- 
tactors. Points which make heavy re- 
pairs to switchers have these devices. 
The 2-in. horizontal pipe which forms 
a tramrail for the chain hoist has a 
bracket and set screw, 12-in. from the 
end, which is used for clamping the 


Device is clamped to electrical cabinet frame. 
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device to the electrical cabinet frame. 
This 56-in. pipe is supported at its 
outer end by two 48-in. legs. The de- 
vice is put together with bolts so it can 
be disassembled readily. Heavy elec- 
trical components formerly were re- 
moved by hand or with improvised 
hoists. The new arrangement speeds 
these operations. 


A-frame can be moved into cab disassembled. 


for inspection of batteries and do not 
place on the battery any metal object 
that might create a spark. A gas-filled 
battery compartment is as quick act- 
ing as a firecracker with a very short 
fuse. High temperatures distort and 
buckle the lead plates and soften and 
distort the cell jars and covers. 

A clean, dry battery is usually an 
indication of good maintenance. Like 
everything else about the locomotive 
electrical system, it is important that 
the storage battery, its connections, 
and surroundings be kept clean and 
dry. If dirt or acid-soaked mud ac- 
cumulates on the battery, it will even- 
tually cause trouble. Spilled electrolyte 
never dries or evaporates. It destroys 
the wood floor or lining of the bat- 
tery compartment and corrodes metals 
subject to attack by sulphuric acid. 
Current leakage paths to “ground” 
can be established. These are bad for 
any control system. 

During regular inspections, dry, but 
dusty, batteries should be rinsed with 
water at moderate pressure. In freez- 
ing weather, if there is not sufficient 
time for drying in the shop, low-pres- 
sure air should be used to blow off 
surplus water. Do not use steam or 
high pressure air for cleaning and dry- 
ing; they remove protective grease 
from grease seal nuts on the posts. In- 
crease water pressure to wash out 
battery compartment and to move dirt 
from under battery trays. This will 
help prevent “grounds.” 

Keep the battery clean; keep con- 
nections tight and clean. Electrolyte 
level must be properly maintained by 
adding water from an approved 
source. See that the battery compart- 
ment is well ventilated and that the 
voltage regulator is adjusted to main- 
tain the proper charging rate. Do this 
and the battery will reward you with 
added years of dependable service 
life. Preventive maintenance really 
pays its way and may mean that some- 
one isn’t caught far from home with 
his battery down. 

If preventive maintenance is worth 
while for batteries, then think of the 
savings that can be made on compo- 
nents, such as engines, generators, and 
traction motors, that are a great deal 
more expensive. On this subject Doc 
Watts has a maxim that I think is 
worth repeating: “He who starts cut- 
ting corners on diesel maintenance 
may soon find himself running in cir- 
cles, trying to overtake dependable 
performance while being pursued by a 
pack of failures.” 
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(Continued from page 8) 
from contact pressures decrease directly 
with decreases in wheel load, but more than 
in direct proportion with an increase in 
wheel diameter. An increase in wheel di- 
ameter is more effective than a decrease in 
wheel load in limiting the contact stresses. 

Wheel-load limits, as related to wheel 
diameter, have been given intensive study 
by the American Railway Engineering As- 
sociation’s Rail Committee, by the AAR 
Joint Committee on Relation between Track 
and Equipment, and by the AAR Research 
Center staff for the past 20 years. A rec- 
ommendation covering the relationship be- 
tween wheel load and wheel diameter was 
made to the AAR Mechanical Division in 
1959 (RL&C, July 1959, p 23). Limits were: 

Wheel Load Wheel 

diam.. per in. load, 

in. of diam. Ib 

33 800 26,400 
36 810 29,200 
38 820 31,200 
40 825 33,000 
42 830 34,900 

The Mechanical Division subsequently 
included in Interchange Rule 3: “Cars of 
over 70-ton normal capacity up to and in- 
cluding 100-ton nominal capacity built new 
on and after January 1. 1961, shall be 
equipped with steel wheels of at least 36 in. 
nominal diameter when four-wheel trucks 
are used.” 

Today, some railways are using and ac- 
cepting in interchange wheel loads 10% in 
excess of the AAR established load limits. 
This means that cars having 6¥%2-in. by 12- 
in. journal bearings and 36-in. diameter 
wheels are being operated over rail with 
276,100 Ib—about 34,500 Ib per wheel, or 
960 |b per in. of wheel diameter. 

“As one who has striven for 23 years to 
improve rail design and metallurgy, to re- 
. duce rail failures, and to prolong the life 
of rail.” Mr. Magee commented, “I am 
seriously concerned about the effects that 
such heavy wheel loads will have upon rail 
damage. rail failures, and rail life. The 
total investment in rail for Class 1 railways 
in the United States is about $2 billion 
At present-day prices, it would cost on the 
order of $7.5 billion to replace all rail in 
main-line track. 

“Certainly, | have no wish to oppose any 
progress that is for the overall good of the 
railway industry. I realize that there are 
many considerations to be taken into ac- 
count. These include the cost of car con- 
struction and repair, per diem, mileage al- 
lowances on non-railway-owned cars, costs 
of road haul, track and structure mainte- 
nance, cost of switching and accounting, 
and effect on attracting additional traffic.” 

Based on 1957 figures, Mr. Magee esti- 
mates average carload expense and revenue 
figures to be: 

Revenue 
Switching and accounting 
Car repairs 
Transportation 
Maintenance of way 
Fixed operating expenses 
Taxes ‘ 

Total expenses per carload 

Net operating income 


. . $260.80 
$30.10 
16.03 
36.40 
13.95 
85.02 
25.60 
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Mr. Magee then speculates on the extent 
to which operating expenses could be re- 
duced by increasing car capacity, making it 
possible to reduce rates with the hope of 
attracting additional traffic 

While certain operating expenses, such 
as switching costs and accounting, vary di- 
rectly with the number of cars or shipments 
handled, others, such as car repairs, would 
be increased with an increase in car ca- 
pacity but not in a direct ratio. Road-haul 
costs would be increased almost in propor- 
tion to the increase in car capacity and 
weight. Maintenance-of-way expenses, at 
least for some items, would be increased 
more than the percentage increase in car 
capacity and weight. Other operating ex 
penses are fixed, or not actually influenced 
by the amount of traffic or number of cars 

“If we were to double the car capacity 
and handle the same traffic with one-half 
the number of carloadings,” Mr. Magee 
states, “we would save one-half the switch- 
ing and accounting costs. Assuming that 
savings in car repairs would be offset by 
added costs for maintenance of track and 
structures, the reduction in operating costs 
would be $30.10, or approximately 6° of 
the $521.60 revenue for a car with twice 
the capacity. Net operating income would 
be increased by 27%. A reduction in rates 
of only 6% would eliminate this increase 
in net operating income unless additional 
traffic were attracted. 

“If principal savings in operating ex- 
penses with heavier cars are in switching 
and accounting costs, could this saving not 
be effected as well by offering the same 
‘load incentive’ rates for two 50-ton cars 
operated as a unit in lieu of one 100-ton 
car? Maintenance, interest, depreciation, 
and terminal inspection costs would be 
somewhat greater for two 50-ton cars than 
for one 100-ton car. However, we would 
not be overloading the journal bearings, 
axles, wheels, rail, ties, roadbed, and bridge 
structures. And we have 50- and 70-ton 
cars available so that such a service could 
be offered now on an extensive basis. The 


construction of new 90- or 100-ton cars 
could only be on the basis of a relatively 
few per year, so that only a limited service 
could be offered with them for several years. 


Freight-Car Roller Bearing 
Installations Near 100,000 


Roller bearing installations on U.S. and 
Canadian main-line freight cars in 1960 
totaled 24,801, according to data furnished 
by Hyatt Bearing Div., General Motors 
Corp.; SKF Industries, Inc., and The Tim- 
ken Roller Bearing Co. This is almost 
double the number of car sets (12,453) ap- 
plied in 1957, which was the previous high 
for freight-car installations. From 1939, 
when the first roller-bearings were applied 
on 9 box cars, through 1960, 97,724 in- 
stallations had been made. On January 1, 
1961, total freight-car ownership on U.S 
Class I roads was 1.661.577. 
nadian roads, 182,569. 


AAR Revises Solid Bearing 
Difficulties experienced with applications 
of H type standard solid journal bearings 
under old wedges have led to the approval 
of an I-type which will supersede the H 
The raised pad on the H bearing, introduced 
last year (RL&C, April 1960, p 5), does not 
always function properly when the wedge 
has ridges or a very rough bottom surface. 
Many cases were found where there was 
little or no free lateral movement between 
the tops of H bearings and the bottoms of 
bad wedges. This resulted in undue wear 
at the ends of the bearing. Most overheat- 
ing was at the outboard end. 

The General Committee of the AAR. Me- 
chanical Division has approved the new de- 
sign with a decrease of % in. in length on 
the lug end as compared with the H type 
(Dimension E). Area of the raised loading 
pad on the I bearing is increased by making 
the pad width the same as that of the flat 
top surface of the bearing. Top surface 
width (D dimension on the AAR Manual 
plate D-24) will be decreased “% in., making 
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NATIONAL ADAPTERS 
for 


all freight car truck 
roller bearings 





AAR Standard Adapters—for AAR Al- 
ternate Standard Narrow Jaw Pedestal 
and Integral Journal Box Side Frame 
applications; for Cartridge Type Roller 
Bearings of All Manufacturers. 


Special Adapters for AAR Wide 


Pedestal Side Frames. 


Established 1868 


NATIONAL | 


|MALLEABLE AND STEEL | 


‘CASTINGS 
|\COMPANY | 


Transportation Products Division 
Cleveland 6, Ohio 
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THE IMPROVED 


GRIPCO 


BRAKE BEAM SAFETY SUPPORT 


The 


Gripco Brake Beam Safety Support provides ™ 


the greatest safety at lowest cost. Its dependability 


has 


been proven over years of actual service. 


Gripco Safety Supports are low in original cost, 


low 


cost, 


in application cost and low in maintenance 
even after years of service. 


ENGINEERING IMPROVEMENTS 


i. 
2. 


One design fits both 5’-6” and 5’-8” wheel 
base trucks. 

One rod length and one spring length. One 
interchangeable casting fits both spring 
plank and spring plankless trucks. 


. Ideal for interchange repairs. New design 


permits easy and fast applications under ; 
all conditions. Nuts need not be removed 7 PLANNLESS TYPE 
to apply or remove the support. (Safety Loops included) 


OUTSTANDING FEATURES 


. An inexpensive trouble-free support for Rebuilt Car Programs. 
- Designed for spring plank and spring plankless trucks. Spring 


plankless trucks require safety loops which can be bolted, riveted 
or welded to the bolster. 


. Supports the brake beam in the event of brake beam or hanger 


failure. 


- Holds brake beam in horizontal position. 
- Holds brake shoe in proper position in relation to the periphery 


of the wheel. 


. The brake release feature pulls brake shoes away from wheel 


contact instantly when brakes are released. 


- Prevents unnecessary wheel and shoe wear caused by dragging 


brake shoes. 


- GRIPCO supports can be removed and reapplied without re- 


moving nuts; therefore nuts are furnished in proper position. 


. Brake beams, rods, and levers are held in position under spring 


tension thus reducing false movements, chattering and wear of 
hangers, hanger pins and brake heads. 


. Can replace as a billable repair any support except A.A.R. rec- 


ommended practice (angle-riveted and welded). 
A.A.R. APPROVED—PATENTED AND PATENTS PENDING 
OTHER GRIP NUT PRODUCTS AD NO. 110 


Grip Lock Nut #1 Grip Holding Nut #2 Railroad Gripco Lock Nut #3 


GRIP NUT COMPANY 


Serving American Railroads Since 1904 


106 BROAD ST., e SOUTH WHITLEY, IND. 
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‘WH’ TYPE PAD 


Shaded area indicates surface of | bearing which 
now transmits load from bearing to wedge. 
Dotted line surrounds area of loading pad for 
H bearing. Lug location has also been changed. 


it the same as that on the G-type bearing, 
which was replaced with the H 

The words “flat and” are being elimin- 
ated in the note reading: “Wedge seat pad 
to be flat and parallel with lining bore to 
0.015 in. max.” A new note is added: 
“Wedge seat pad area shall be flat within 
0.025 in. in accordance with Section &(b) 
in Specification M-501.” Specification 
M-501 has called for 0.015 in. flatness. This 
tolerance is being increased to 0.025 in. be- 
cause of the increased size of the raised pad. 

Manufacturers have started to convert 
their plants for production of the new bear- 
ing. A joint subcommittee, consisting of 
representatives of the Arbitration, Car Con- 
struction, and Lubrication Committees, has 
been named to make a study of journal 
bearing wedges and determine what action 
is to be taken. The Committee will review 
practices and make recommendations for 
improvements in the wedge and journal box 
assembly which can be accomplished with- 
out financial burden on the car owners. 

Another special study is being made of 
the center-to-center dimensions of side 
frames in trucks. It will be determined if 
wear or other conditions alter this rela- 
tionship so that the excessive end wear 
found on some of the H bearings results 


Letters to the Editor 


Copper Penetration 
To THE Epiror: 


The paper—“New York Central Re- 
search Shows Turning Removes Copper 
Penetration” (RL&C, February 1961, p 34) 
—by T. R. Fredriks, manager-applied re- 
search, New York Central, is a valuable 
and timely contribution to the knowledge 
concerning axle performance under the 
conditions of journal overheating. This ex 
cellent paper concludes that axles can be 
properly reconditioned, and safely used, by 
turning down overheated journals by 0.0625 
in. with the work verified by Magnaglo. This 
procedure would be in lieu of arbitrary 
scrapping as has been suggested by some 
railroad mechanical departments 

Although directed at axle reconditioning, 
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save money... 
keep D.C. motors 
and generators 
running in tep 
condition (without 
dismantling) 


win (DEAD 


FLEXIBLE ABRASIVES 


4 


Clean, burnish commutators while revolving 
Non-dusting, non-conductive, non-loading. Re- 
move damaging scum, dirt, grease — impart 
super finish for maximum operating efficiency. 
Fine grain abrasive in flexible bond, won't harm 
copper or “chocolate” film. 6 sizes for all needs. 


QDEAD 


SEATERS 


and 


BRUSH 


/ 


Seat carbon brushes by touching to rotating 
commutator at brush heel, holding brush down. 
Released abrasive smoothes brushes, stopping 
damaging sparking. Also cleans small commu- 
tators and slip rings. Self cleans, won't scratch, 
11 sizes in grades for all conditions. 


For over 40 years IDEAL 

has produced these and other Motor Mainte- 
nance Products famous for unvarying, top- 
quality uniformity—used and endorsed by the 
nation’s largest companies. Complete facts on 
this Ideal line—specifically engineered to sub- 
stantially reduce high repair costs 

with simple, low-cost prevention 
methods—are contained in Cat- 

alog Section 4. 


Send Coupon for Your Free Copy 


IDEAL INDUSTRIES, Inc. 
1563-D Park Ave., Sycamore, Ill. 


Send Motor Maintenance Products Catalog 
free 
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YOU GET THE ECONOMY OF QUALITY 
WITH DUFF-NORTON RAILROAD 


For more than 75 years Duff-Norton has been work- 
ing for and with the Nation’s railroads to give you the 
best in lifting power. Excellent design, high quality 
material, skilled workmanship and a continuous desire 
to improve each jack in the line assure safe, efficient, 
economical operation. 


Each type of jack—ratchet, screw, hydraulic—has 
been designed and made with the special needs of the 
railroads in mind. You get personalized sales service 
and jacks with performance that has been proved in 
service when you specify Duff-Norton railroad jacks 
for any application. 


DUFF-NORTON JACKS 


DUFF-NORTON COMPANY 
Four Gateway Center, Pittsburgh 22, Pennsylvania 
The Canadian Duff-Norton Co., Ltd., Toronto 6, Ontario 


DUFF-NORTON JACKS > COFFING HOISTS 


FF-NORTON 
Ratchet « Screw 2 ° Ratchet Lever e Air 


Hydraulic * Worm Gear Hand Chain « Electric 


it confirms the existence of copper penetra- 
tion—“Copper penetration is the result of 
conditions that cause copper from bronzed- 
backed journal bearings to be absorbed in- 
tergranularly by the hot steel journal; it is 
not the migration of molten bearing metal 
into thermal checks or cracks in the jour- 
nal.” 

This is the first supporting data on the 
causes of failure of axles originally re- 
ported in Railway Locomotives and Cars, 
April 1953, in an article entitled, “What 
Causes Car Journals to Burn Off.” 

When copper penetration has progressed 
to the point that a burned-off journal results 
and derailment has occurred, it is too late 
to “turn to remove copper penetration.” It 
is hoped that this excellent investigation will 
give railroad support to the further develop- 
ment and use of Iron Back journal bear- 
ings which contain no copper, eliminating 
the danger of copper penetration. 

J. J. Laudig 


Personal Mention 


Baltimore & Ohio.—Baltimore, Md.: F. B. 
RYKOSKEY, general superintendent motive 
power and equipment, appointed chief me- 
chanical officer. R. W. SENIFF, manager 
research, appointed manager tests and en- 
gineering. Cincinnati, Ohio: W. F. Dapp 
appointed superintendent motive power, 
Western region. 


Canadian National—Moncton, N.B.: S. A. 
Lewis, supervisor of motive power control, 
appointed assistant general superintendent 
of transportation, Atlantic region. 


Chesapeake & Ohio.—Richmond, Va.: A. O. 
BALLINGER appointed assistant electrical en- 
gineer—fixed property, succeeding H. A. 
WITTEN, deceased. Ashland, Ky.: C. O. 
HUuGHES, Jr., appointed car lubrication in- 
spector. 


Denver & Rio Grande Western.—Denver, 
Colo.: P. W. STAUTER, assistant to super- 
visor of refrigeration, appointed chief me- 
chanical inspector. 


Elgin, Joliet & Eastern. —Joliet, I/l.: ROBERT 
E. Bray, foreman, steel car shop, appointed 
chief car inspector, succeeding GEORGE A. 
HorRKEY, retired. 


Erie-Lackawanna. — Salamanca, N.Y.: WIL- 
LIAM K. PARKER appointed road foreman of 
engines, Allegany-Bradford divisions, suc- 
ceeding ARTHUR G. CLEMENCE, retired. 
Meadville, Pa.: ROBERT C. ROSE appointed 
road foreman of engines, Meadville and 
B&SW divisions. 


ICC, Bureau of Safety & Service. —A lbuquer- 
que, N.M.: CHARLES H. GROSSMAN, zone 
supervisor, retired. Mr. Grossman, under 
a Presidential recess appointment, was di- 
rector of locomotive inspection at Wash- 
ington, D.C., from September 1953 until 
July 1954. 


Louisville & Nashville—South Louisville, Ky.: 
HENRY U. MULLINIX appointed master me- 
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TIONAL 


iy 


SAVE YOU MONEY 


If you want something special ... go to a specialist. That's 
what we are in the caboose business. We build more crew 
comfort into them. You get more crew efficiency because 
of them. Most of America’s leading railroads have proved 
this fact, too. International cabooses are far better built. 
They cost less per year to maintain. They stay in service 
long after the average caboose has journeyed to the junk 
yard. In other words, whether you choose our standard 
modéls — or write your own specs — if it bears the name 
INTERNATIONAL, you'll get your money's worth... 
and more... in service and satisfaction. Interested? Write 
International Car Division, 2485 Walden Ave., Buffalo 
25, ™. ¥. 


Ba INTERNATIONAL CAR DIVISION 
pt WR: Subsidiary of Ryder System, Inc 
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chanic, succeeding J. A. PARRISH, retired. 
Mr. Mullinix formerly general foreman, 
diesel locomotive shop. 


New York Central—New York: ANDREW J. 
RITTER appointed supervisor steam genera- 
tor maintenance. 

Northern Alberta —Edmonton, Alta.: R. D. 
C. CoMRIE appointed master mechanic, suc- 
ceeding A. WOTHERSPOON, deceased. Posi- 
tion of road foreman of engines abolished. 


Richmond, Fredericksburg & Potomac.—Rich- 
mond, Va.: JaMES A. W. SMITH, general 
foreman locomotive department, Acca Lo- 
comotive Terminal, appointed supervisor 
diesel equipment. RALPH G. SELFE, assisi- 
ant general foreman locomotive depart- 
ment, appointed general foreman diesel 
maintenance. RuSssELL D. STONE, foreman 
freight car maintenance, appointed chief 
car inspector. 

Soo Line —Minneapolis, Minn.: THOMAS F. 
KEARNEY appointed chief mechanical of- 
ficer. Mr. Kearney formerly general me- 
chanical superintendent of the DSS&A. 
Western Maryland.—Hagerstown, Md.: R. R. 
HOLMES appointed engineer of _ tests. 
Former position of chief chemist abolished. 


Supply 
Trade Notes 


ELLCON-NATIONAL, INC. — Emil P. 
Kondra, vice-president in charge of sales, 
appointed also assistant to the president. 
Edwin T. Richards, Richards Railway 
Equipment Co., Tulsa, Okla, appointed 
Southwestern representative. 

2 
KOPPERS CO—Fletcher L. Byrom elected 
president, succeeding Fred C. Foy who con- 
tinues as chief executive officer. 

8 


PULLMAN-STANDARD.—/. W. Bergen 
appointed assistant vice-president in sales 
department. Mr. Bergen formerly manager 
of western railway sales, Symington Div., 
Symington-Wayne Corp. 

aH 
BUCKEYE STEEL CASTINGS CO.—1 
E. Clark appointed sales representative. 
Western district. Headquarters, 80 | 
Jackson Blvd., Chicago. 

. 
WAUGH EQUIPMENT CO.; HYDRA 
CUSHION, INC.—New York office now at 
230 Park ave., New York. 

+ 
YOUNGSTOWN STEEL CAR CORP 
James L. Kelly named vice-president and 
general manager. 

* 
SPRAY PRODUCTS CORP.—/J. Paul 
Saunders Co., Bowling Green, Ky., ap 
pointed representative in Kentucky, Ten- 
nessee, Mississippi, and Alabama 

s 
CRUCIBLE STEEL CO. of AMERICA 
Josef H. Buerger, Jr., appointed director of 
sales. Robert M. Simpson, assistant general 


a 





manager—field sales, appointed assistant 
director of sales. 

© 
UNITED SHOE MACHINERY CORP.— 
District representatives, Pop Rivet Divi- 
sion: Carlyle Abbott, Detroit; Thomas R. 
Freeman, Kansas City, Mo., and Ned B. 
Turner, Dallas, Tex. 

* 
AIR REDUCTION SALES CO.—N. F. 
Moody named regional sales manager, east- 
ern region. F. N. Zabriskie appointed as- 
sistant manager—sales, midwestern region. 
J. P. Casalis, Jr., appointed district man- 
ager, St. Louis district. 

s 
FAIRBANKS, MORSE & CO.—FM has 
signed a 20-year marketing agreement with 
W.H. Dorman & Co., Ltd., Stafford, Eng- 
land, to introduce Dorman L and Q high- 
speed diesel engines in the United States 

6 
LEONARD J. SIMONS CO.—Headquar 
ters moved from Melrose Park, Ill., to 8501 
S. Kedzie ave., Chicago 52. 

€ 
SCREW & BOLT CORP. OF AMERICA. 

Louis Berkman, chairman of the board, 

elected also president, succeeding Donn D. 
Greenshields, retired. 

2 
WESTINGHOUSE AIR BRAKE CO., Air 
Brake Div.—D. F. McConnell appointed 
district engineer, with headquarters in 
Chicago, succeeding D. G. Blaine, who has 
been transferred to Wilmerding, Pa., as 
manager of new Value Analysis Unit. 


John E. Angst 


General American 


Harry H. Chapman 
Owens-Corning 


GENERAL AMERICAN TRANSPORTA- 
TION CORP.—John E. Angst appointed 
general manager, freight-car division. Mr. 
Angst previously vice-president of ACF 
Industries’ car division in New York. 


DUFF-NORTON CO.—C. Richard Schmitt 

appointed sales representative in New York 

State, with headquarters in Syracuse, N.Y. 
® 


OWENS-CORNING FIBERGLAS CORP. 

Harry H. Chapman appointed manager 
of transportation sales. Mr. Chapman pre- 
viously supervisor of electrical insulation 
apparatus sales. 


WESTINGHOUSE ELECTRIC CORP.— 
George L. Wilcox, president of Canadian 
Westinghouse Co., Hamilton, Ont., elected 
vice-president and assistant to the president 
at Pittsburgh, Pa. 





by Walter A. Lucas 


and 


LOCOMOTIVES AND CARS SINCE 1900 


This picture-packed book presents the fascinating lore 
little-known details of American 


and Canadian 


Adams & Westlake Company 
American Brake Shoe 
Archer-Daniels-Midland Company 


SERVO CORP. OF AMERICA.—Agree- 
ment signed with Wheel Checkers, Denver, 
Colo., gives Servo exclusive marking rights 
on Wheel Checker device which automati- 
cally detects broken wheel flanges and loose 
wheels on passing trains. 

» 


WIX CORP.—Ford-Lynch Associates ap- 
pointed sales representative, southeastern 
railroads. 

a 
BUFFALO BRAKE BEAM CO.; UNIT 
TRUCK CORP.—Stephen G. Peterson 
elected vice-president, succeeding Charles 
R. Busch, retired. 

= 
ACF INDUSTRIES, INC.—Francis H. 
Boland, Jr., elected a vice president of 
ACF and appointed general manager, 
American Car & Foundry Division. Charles 
F. Venrich, who formerly headed division's 
railway sales at Chicago, appointed director 
of marketing for the division at New York. 


OBITUARY 

JOHN E. DIXON, 83, retired president 
of Baldwin-Lima-Hamilton, Corp., died in 
Pinehurst, N.C., Feb. 26. 

* 

ARNOLD G. PETERSON, service en- 

gineer, W. H. Miner, Inc., died Feb. 23 in 
Chicago. 
JOHN T. CRALLEY, 80, retired vice- 
president, Standard Railway Equipment Di- 
vision of Stanray Corp., died Feb. 25 at 
Santa Barbara, Calif. 
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locomotives and cars since the late ’90’s. Every railroad 
man will want a personal copy of this beautiful volume. 
Big 812 x 11 inch pages! Hundreds of rare photographs, 
plans and detailed drawings. 
The contents of the book have come out of rare book 
collections, out-of-print cyclopedias and the author’s 
own, almost priceless, personal photo files. Whether 
you are looking for information on the Erie Triplex-type 
mallet locomotive or the high-speed Atlantic-type pas- 
senger locomotive used in the early part of the century, 
you are sure to find thousands of interesting details in 
this unusual publication. 
Contents: Steam Locomotives and Tenders. Electric 
Locomotives. Diesel-Electric Locomotives. Freight 
Cars: Box, Refrigerator, Stock, Flat, Cabooses, etc. 
Passenger Cars. 

Cloth bound, $5 per copy. 


Simmons-Boardman Pub. Corp. 
Dept. LC 461 
30 Church Street, New York 7, N. Y. 
Please send a copy of LOCOMOTIVES AND CARS 
SINCE 1900. I enclose herewith my remittance of $5. If 


not completely satisfied, I may return this book within 10 
days’ receipt for full refund 
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To passengers, a 

window is to /ook 

(oT) ae) iam Momuat-tam date 

build structures or 
vehicles, a window is one 
thing to /ook out for. Ex- 
perience has taught them 
Cols (ole) Mi ol-\Zelale mm slalotcir- Tale 
specifications alone. 
| DYey-t-w dal -maat-TalUhicton alta -ta 
have “know-how" in a// 
types of w ws? ls it 
an old, established com 
pany? Does this company 
design, extrude, fabricate 
and anodiz luminum 
sash under its own roof? 

THESE THREE 

QUESTIONS 

DETERMINE 

RESPONSIBILITY 

The Adams & Westlake 
Company Can Say VEST 
to any or all three of these 
vital questions 








J et 

Chicago Sales Office 

135 S. LaSalle St 
Phone Financia! 6-6232 

Manufacturers of the original, patented ate 
P ew Yor ales ice 
BREATHER type double-glazed windows — see Chee te 

used on more modern railroad passenger 


cars than all others combined. 


custom windows 


THE ADAMS & WESTLAKE COMPANY 
ELKHART, INDIANA + PHONE CO4-1141 





Just half 
as much 
cleaner 
can do 
this job 
better, 


if 
new 


This totally new product from Wyandotte, for diesel 
cleaning, handles locomotive-body and engine-room jobs 


Jou 





other cleaners can’t touch ... actually works better than 

ordinary mild-alkaline cleaners at just half the concen- 
tration! Other advantages? New 939 has them to spare. It’s safe on 
good paint, pleasant to use, and can be sprayed in engine rooms 
without harm to workers. Your Wyandotte representative has the 
product, and full details about how it works. Call him, today. 


yandotte Chemicals 


J. B. FORD DIVISION 


Wyandotte vemicals Corporation, Wyandotte, Michigan. Also Los Nietos, California; and 
Atlanta, Georgia. Offices in principal cities. 
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